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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
owing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 


NOTICE TO SUBSCRIBERS 
Consequent on further paper rationing, new subscribers cannot 
be accepted until further notice. Any applications will be put on 
a waiting list which will be dealt with in rotation in replace- 
ment of subscribers who do not renew their subscriptions 








POSTING “‘ THE RAILWAY GAZETTE’’ OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


REDUCTION IN SIZE OF PAGE 

To economise in paper our readers will observe a slight reduc- 
tton in the size of THE RatLway GaAzeETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 8} in. x 114 in. 
The type area of the page remains the same, namely, 7 in. x 
10 in., but the surrounding margins have been reduced. This 
of course detracts from the appearance of the paper, but is one of 
the exigencies of the war 


; TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 

; Mondays to Fridays 9.30 a.m. till 5 p.m. 
The office is closed on Saturdays 











ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
tt is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Requisitioned Private Wagons 


HE working of the pool of wagons, which includes both railway 
owned and requisitioned private-owners’ wagons, has recently 
received some prominence in the press, and it has been sug- 
gested that the pool is unlikely to be dissolved after the end 
of the war. It will be recalled that in our issue of September 11 
it was pointed out that the pooling of privately-owned wagons 
with railway wagons has yielded such substantial advantages 
that the desirability’ of their permanent acquisition by the rail- 
ways, the Government, or some central authority will almost 
inevitably be revived after the war. The matter of the private 
ownership of wagons has long been controversial. In The Finan- 
cial Times of October 12, a letter was published criticising the 
plan under which private-owners’ wagons have been requisitioned. 
Two days later a reply was published from Sir James Milne, 
Chairman; of the General Managers’ Conference, explaining the 
terms under which privately-owned wagons were requisitioned, 
and pointed out that the compensation arrangements were agreed 
with the Government and the wagon owners, and that although 
the railways were in no way responsible for the arrangements, 
the Government had made it a condition of the Railway Control 
Agreemehy that the financial results should be included in the 
Railway (ontrol Account. Sir James Milne pointed out that the 
owners aré relieved from the cost of maintaining the wagons and 
that from figures at present available it is by no means clear that 
the transaction will prove profitable. Replying to a criticism that 
the railways did not compensate owners for wagons lost during 
air raids, Sir James Milne showed that the railways themselves 
are in a similar position in relation to their own wagons, and 
that compensation in such circumstances is prohibited under the 
provisions of the Compensation (Defence) Act, 1939. 


Ministry of Supply Transport 

The announcement in our columns last week of Mr. J. C. 
Patteson’s impending departure for Canada, where he will act 
as representative of the Ministry of Supply, brings to mind 
how great a part he has taken in the organisation of transport of 
goods and workers since he became Director-General of Trans- 
portation, Ministry of Supply, two years ago. The complexity 
of the task which confronted him and his colleagues was very 
great, and since the organisation for which he was responsible 
came into being, there have been demands of increasing variety 
to be met. The Ministry is primarily a producer, and it is unneces- 
sary to stress how vital a link in the chain of production is 
transport. Apart from coal traffic, there can be little doubt that, 
at the present time, the Ministry of Supply is the largest user 
the country has ever known. Mr. Charles Peat in March last, 
speaking as Joint Parliamentary Secretary to the Ministry, said 
that it had been handling more than half the total imports of 
the United Kingdom. Its internal traffic thus represented half 
the general merchandise traffic on the railways, besides large 
movements by coastal vessel, road and canal. This indicated 
the wide scope of the work which the Transportation Depart- 
ment had to do, and in the meantime it must be obvious that 
the department’s scope will have increased. Mr. Patteson will 
carry with him on his mission the good wishes of a very wide 
circle of friends in this country, and the hope that as great a 
measure of success will attend his work in his new sphere as it 
has in that which he is now leaving. 


Planning and Post-War Building 

The second of the discussion meetings on civil engineers and 
the building industry was held at the Institution of Civil Engi- 
neers last week. Sir William Beveridge advocated national plan- 
ning to abolish unemployment and to make our resources meet 
our needs: he said that in carrying out the building programme 
we should have to deal with four aspects: location of industry 
and population, finance, management, and labour. De. Sa Fi 
Clapham advocated that we should go slowly; there must be a 
balance between exports and home amenities. We should have 
all the resources for building, but we ought not to try to 
proceed at breakneck speed, and should take into account the fact 
that in ten years our population would be stationary. Mr. 
G. D. H. Cole did not agree with Dr. Clapham, and advocated 
that we should try to build as fast as we could, because only 
thus could we get reasonable results. Craftsmen, he said, were 
much depleted and the present number very small. We should 
plan a building programme over ten or twelve years, and it would 
take two years to get going. He added that we should get the 
consent of the trade unions to a large influx after the war, and 
there should be special courses of training, particularly for older 
men returning from the army into industry. Bomb damage was 
not the chief factor, at any rate up to the present; the principal 
problem was the arrears over the war years. Mr. Ramsey, who 
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deputised for the President of the Royal Institute of British 
Architects, agreed with Mr. Cole that we should get on with 
rebuilding as quickly as possible. Mr. A. T. Best’s view was 
that we were in danger of becoming a nation of form-fillers, and 
that the State would have enough to do in large-scale planning 
without getting down to details, which should be left to the 
professions concerned. Mr. Best thought that the engineers and 
the architects should collaborate, for architects needed engineers 
to design engineering services; and on railways the engineers 
needed the architects for the buildings. 


; 
Rail Renewals 


It is invariably a problem to the railway maintenance engi- 
neer to decide precisely when the rails in any given track should 
be renewed. The commonest basis for a decision is that removal 
shall take place when a certain predetermined minimum weight 
per yard has been reached, higher, of course, on main lines than 
on the secondary and branch lines to which the recovered rails 
from main lines are frequently transferred. Occasionally the 
bad condition of the other track components, such as sleepers or 
ballast, or an exceptional demand for worn rail for secondary 
track use, will justify renewal of main line rails at an earlier date 
than would otherwise have been agreed. An undue proportion 
of rail failures in any given length will probably hasten com- 
plete renewal, and in America the battering of rail-ends to an 
extent which is rarely, if ever, experienced in this country, was 
until the introduction of building up the ends by welding the 
most compelling of all conditions calling for renewal. On sharp 
curves the side-cutting of the high rail may be a deciding factor, 
but this is now much reduced where suitable rail-oilers are in use. 
Age aléne is seldom a justifiable ground for renewal unless there 
is reason to believe that the rails are becoming fatigued beyond 
their powers of resistance. A recent contributor to our 
American contemporary Railway Engineering & Maintenance, 
arguing that the three chief controlling factors are safety, the 
cost of track- maintenance, and riding comfort, suggested that the 
total tonnage passing over any given track should decide the time 
for renewing the rails; his suggestions, in millions of tons, were 
200 for 90 lb. flat-bottom rail, 250 for 100 Ib. rail, 325 for 
112 lb. rail, 400 for 131 Tb. rail, and 550 for 152 Ib. rail, as the 
limiting figures 


American Railways and Machine Tools 

Ever since the United States inaugurated its lease-lend pro- 
vramme of production railways, in common with industry in 
general, have had great difficulty in securing certain types of 
machine tools which are in great demand. Something drastic 
had to be done to make possible the increase in production 
necessitated by the speeding up of repairs to locomotives and 
rolling stock. One railway, the New York Central, tackled the 
problem in a most effective way, namely, by making special 
provision for the thorough repair and rehabilitation of its present 
equipment of machine tools. <A shop 50 ft. by 300 ft. was set 
aside at Collinwood, Ohio, to do this work for the entire 
system, and the machines were cleaned with steam before dis- 
mantling. They were then stripped and the beds or main frames 
checked for wear whilst the necessary planing and scraping was 
done to ensure a true base from the start. In some instances 
it is possible in rebuilding machine tools to make improvements 
in the original design, such, for instance, as substituting an 
individual motor drive for pulleys and belts, and this was kept 
closely in mind. In the first 15 months, repairs were completed 
to 30 machines, ranging from small drill presses to a planer with 
a $1-ft. bed. Obviously this procedure is not as satisfactory as 
buying the latest designs equipped with up-to-date accessories. 
As was pointed out by our American contemporary, Railway 
Age, it does, however, restore the machines to good workable con- 
dition at a reasonable cost, and thus relieves pressure upon the 
machine-tool builders at a time when the emergency demands 
are bevond their resources. 

ees a= 


An American Strike and its Aftermath 


A measure of peace has at length been restored on the 
Toledo, Peoria & Western Railroad of the United States, which as 
a result of failure of the management to come to terms with its 
employees after a strike in the early part of 1942, was taken over 
by the Federal Government. After a good deal of legal argument 
that led nowhere, the federal management began direct negotia- 
tions with the men, and the terms, though by no means conceding 
all the confiscatory and unpractical demands of the latter, have 
been finally accepted as fair to both sides; they should lead to a 
considerably increased efficiency in the working of the line. 
Much of the contention centred in the use of locomotives on 
through freight trains for shunting service at intermediate 
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yards, but this has been settled on a combined through mileage 
and yard time basis; conversely, the extension of yard limits at 
various points, particularly East Peoria, where shunting engines 
may now assist eastbound through freight trains up 2 miles of 
1 in 50 grade out of the yard, will also result in substantial 
economies. The re-scheduling of the entire service permits trains 
to be made up to a maximum of 90 freight wagons, in place of 
the previous average of 40, and the working is so arranged as to 
get the trains over ¢ach division within the compass of the 8-hr. 
day; trainloads of oil are now being worked through over the 207 
miles between Lomax, IIl., and Effner, Ind.—practically the full 
length of the main line—in just over 9 hr. On July 18 last 
the whole railway was operated with only 18 min. overtime, 
whereas in 1941, by contrast, one yard roster alone averaged 
12} hr. overtime daily over a period of 93 consecutive days. 
Thus it appears that there was a good deal to be put right 
in the management of the line prior to the strike, and that 
a satisfactory start has been made by the federal management 
in its reorganisation. No doubt also the “‘ big stick ’’ of federal 
administration has not been without its effect in inducing accept- 
ance of the terms by the railway employees. 
aes a= 


Franco-German Power Supplies 


Speer, the German Minister for Water & Power Distribution, 
recently instructed the technical circles concerned to convene a 
conference between German and French gas engineers and fuel 
experts. Several very interesting papers are said to have been 
read, and brief abstracts have appeared in the German technical 
press. This fact throws an important light on the much talked 
of collaboration -between the two countries. France has con- 
siderable reserves of power and has been making great strides 
in the development of her gas industry, while in Germany the 
subject has been pursued with great attention. One of the 
most interesting papers presented at this conference referred to 
the development of propane gas supplies in France. This gas 
has found much favour for signal lighting in Germany in recent 
vears. In France the gas is supplied in pipes and produced 
under very favourable conditions and at satisfactory cost figures. 
At low pressure and ordinary temperatures it is liquid and can 
be stored in relatively small reservoirs. Its heating value is very 
high. It has proved very successful in outlying localities and as 
convenient to distribute as coal gas. 

Sas a= 


Freight Damage Claims 

Concern is being expressed in the United States as to the 
effect that the new Office of Defense Transportation order con- 
cerning less-than-carload freight may have on claims made on 
the railway companies in respect of damage sustained by small 
consignments in transit. At present freight cars carrying less- 
than-carload freight average 2} tons a car; the new order, with 
minor exceptions, will make the minimum 10 tons a car. Last 
vear l.c.l. tonnage was up 23 per cent. on the previous year, and 
the claims paid in respect of damage went up 17-6 per. cent. 
The risks are increased by the fact that production has been 
stopped on many of the heavier articles that are normally crated 
and boxed, such as refrigerators, radio sets, stoves, and so on; 
these formed substantial floor loads in the cars and without them 
more fragile cartons and their contents may have several hun- 
dreds of pounds of other merchandise loaded on top of them. 
Last year one well-known multiple-shop firm filed 200,000 claims 
for damage averaging $3 apiece; another 113,701 claims averag- 
ing $11.76. Railways are recommended, by the Freight Claim 
Division of the Association of American Railroads, to keep a 
keener watch on faulty packing, so far as shippers are con- 
cerned; and so far as the railways themselves are concerned, 
to pay closer attention to drawgear, springs, and to the use of 
bulkheads in freight cars. The Illinois Central RR., which has 
been experimenting with bulkheads for more than a year, reports 
a reduction of 1-4 per cent. in its claim payments on damaged 


l.c.l. freight in 1941, as compared with 1940, though the tonnage’ 


handled was 16-3 per cent. greater. 


Water Level and Boiler Performance 


Few things characterise individual locomotive drivers more 
than the differences in water level they maintain when working 
on the same roster, and to that extent the care and forethought of 
the designer in planning his water and steam space and the height 
of his inside firebox may come to nought. Many drivers tend to 
carry too high a glass, particularly if they have ever experienced 
a melting plug, but though this may save one big trouble in pre- 
venting any collapse of, or damage to, the crown plate, it may 
easily result in a day-to-day performance of mediocre quality, 
because of the wetness of the steam and reduced superheat, and 
in severe Cases May even give some trouble with cylinder and valve 
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lubrication. Some boilers thought to be well proportioned have 
been considerably improved by dropping the crown plate three or 
four inches, and by raising the top of the boiler barrel between the 
dome and the firebox. Such a method means a reduction in 
evaporative heating surface and firebox volume. In one case 
where practically no superheat was being obtained due to priming, 
dropping the crown a few inches reduced the heating surface by 
4 per cent. and the superheating surface by 10 per cent., but the 
steam space was increased by 32 per cent., the evaporative capacity 
was slightly raised, priming was eliminated, and a superheated 
steam temperature of 750° F. could be maintained. 
ages oe 

Wartime Locomotive Performance 

A feature of British railway operation in the present stage of 
the war is the high standard of locomotive performance that is 
being maintained, especially on passenger trains. In the 1914-1919 
war some good locomotive work was done, up to the end of 1916, 
when loads had been greatly increased, while there had been 
little addition to schedule times; but the drastic decelerations 
of 1917 resulted in a materially reduced demand on the loco- 
motives, even relatively to the much more limited locomotive 
power of that period. In the present war, however, with 
schedules that have now remained more or less stabilised since 
the early part of 1940, performances are being put up constantly 
that are equal in merit, when allowance has been made for the 
restriction on maximum speeds, to the best achievements of 
peacetime. This is due partly to the magnitude of the loads, and 
partly to the encouragement now given to the recovery of lost 
time, which, as we commented editorially in the September 11 
issue, has at times some startling results. As to loads, the 
90-coach corridor train has now become almost a standard make- 
up on certain L.N.E.R. main-line services, with a tare weight 
ranging from 630 to 650 tons, and a gross weight of 700 tons or 
more behind the tender; the use of such lengthy formations, with 
the double drawing-up entailed, almost invariably results in loss 
of time at stations, but time recovery by the locomotives with 
these loads is frequent. On the L.M.S.R., although the Pacifics 
are rostered to take, if necessary, up to 655 tare tons over certain 
main line sections, it is very rarely that their loads exceed 600 
tons, but the smaller 4-6-0 ‘‘ Royal Scots ’’ are often called on to 
handle up to 500 tare tons, and have shown themselves capable 
of gaining time in such conditions. 


Railway Wagon Pool 


W ITH the approach of winter it is inevitable that consideration 

should once more be focussed on the urgent need to secure 
the maximum use for the available supply of railway wagons. 
The longer hours of blackout and other seasonal factors tend 
to delay the turn-round of wagons which the ever-increasing 
amount of essential war traffic requires should be made as 
speedy as possible. It is well known that when the railways 
themselves transport, unload, and deliver, the rate of turn- 
round of wagons is much faster than when vehicles are sent to 
private sidings and unloaded by the consignee and, in present 
circumstances, it is essential that every effort should be made 
by traders to put up as good a performance in the unloading 
of wagons as that achieved by the railways. Early in the war, 
efforts were made to expedite the turn-round of wagons and 
among the steps taken was a considerable increase in rates of 
demurrage, but although these penal charges still remain on a 
much lower level than in other countries and the free periods 
allowed before imposition of the charges are considerably longer, 
many traders are declining to pay the charges on the ground that 
the Minister of War Transport has given an assurance that such 
charges will not apply in cases where delays occur through causes 
outside the trader’s control. This has not only opened up a very 
wide field for controversy, but also raised the question as to 
whether it is reasonable to throw upon the railways the addi- 
tional burden of having to bear the cost resulting from the pro- 
longed use of wagons in circumstances for which they equally 
have no responsibility. Approximately over half the wagon 
stock of the country is represented by privately-owned wagons 
which have been requisitioned by the Government, and it is 
certainly an anomaly that traders should receive payment from 
the Government for the use of their wagons and, at the same 
time, be relieved from the responsibility of making any payment 
for the undue detention to wagons which they are using for the 
conveyance of their traffic. There is little doubt that the present 
level of taxation and similar considerations have considerably 
detracted from the influence which a high rate of demurrage 
might ordinarily be expected to exert, and the fact that the 
railway companies do not derive any financial benefit from the 
imcrease in rates of demurrage, as their income is fixed under 
the control agreement, makes it all the more necessary that the 
Government should take all practicable steps to bring about the 
Maximum availability of railway wagons. 
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Railways and the Fourth Winter of War 


THE railways are entering the fourth winter of the war, busier 
than they have ever been at any time in their history. By 
the very nature of their work, the winter months have a greater 
significance for railwaymen than for other workers, and it is 
fitting, therefore, that at the beginning of a time which may prove 
critical in the fortunes of the world, Sir William Wood, President 
of the L.M.S.R., should have addressed a message to employees 
of his company. In it he makes clear that there can be no hope 
that the next few months will be easy. On the other hand, if 
proof were wanted that the railways were absolutely essential to 
the winning of the war, it is now apparent to all who know the 
facts. It is, of course unfortunate that few can know those facts, 
for the work which the railways are performing is so vital that it 
must be kept secret for security reasons. Before the war, when 
the railways were endeavouring to secure equal competitive condi- 
tions with other forms of transport, one of the criticisms which 
were ranged against them was that the railways would be so 
vulnerable to enemy attack that it would be better deliberately 
to expand other forms of transport as a safeguard in time of war. 
In the light of what has occurred since September, 1939, that 
criticism might be considered with amusement, if it were possible 
to forget the bitter struggle which then had to be waged to keep 
the railways at the highest possible pitch of efficiency for the 
work that railwaymen knew would have to be done in war. Sir 
William Wood recalls a Parliamentary Committee in Belfast which 
stated that the railways in Ulster were not essential for troop 
movements in time of war; anyone who is aware of what has 
been performed by the L.M.S.R. in Northern Ireland now knows 
how ludicrous that statement has proved. For these and other 
reasons it is as well that a record is being kept of the work the 
railways are doing, and that this will be available for publication 
after the cessation of hostilities. As Sir William says, it will then 
be seen how misguided were the critics of the railways during their 
struggle to keep certain lines of strategic importance intact, and 
care should be taken to ensure that all that has been done is not 
conveniently forgotten when the time of greatest need is passed. 
In the coming months the railways will need to use more loco- 
motives to fulfil the work required of them. Some of the heaviest 
units have been sent overseas and others have been taken for 
Government work at home. The railways, therefore, will have 
to do all that is possible to reduce the time locomotives are under 
repair or are not available for traffic for other reasons, for that is 
the quickest way to provide locomotives for the country’s needs. 
Sir William Wood shows clearly that the work of every man on 
the railways is, in its differing ways, contributing to the one job 
of moving the traffic entrusted to the lines by the Government, 
and is playing a vital part in ensuring victory. Sir William is 
convinced that so far.the L.M.S.R. organisation has fulfilled to 
the hilt its obligations in the war effort, and he looked back with 
justifiable pride on the achievements of his company. No doubt 
even better could have been done had all the requirements been 
met as they arose, but that could not be hoped for in a war such 
as the present. There have been critical periods when the organi- 
sation has been strained to the limit, but always it has stood the 
test. Sir William concludes his message by pointing out that the 
job of the railways is to keep the wheels turning, knowing that the 
fate of the cause of human liberty may depend on it. It is a serious 
responsibility for all, but one which is gladly and proudly accepted. 
His own main task, he explains, will be to ease the burden of the 
personnel of the line, wherever he can, by seeing that as far as 
possible the equipment or help required is available, and that 
congestion and its reactions are avoided. 


Railways and Real Property 


CONSIDERATIONS of post-war planning are increasingly 

prominent, and among them the development and improve- 
ment of transport resources must take a foremost place. That 
is recognised in the final report of the Expert Committee on 
Compensation & Betterment, presided over by Mr. Justice 
Uthwatt, which has been presented recently to the Minister of 
Works & Planning. That body, indeed, in opening its report, 
quotes the Scott Committee which was appointed towards the 
close of the last war as saying, inter alia, ‘‘ not less important 
for the revival and encouragement of productive industry will 
be the provision of effectual and well co-ordinated means of 
transport and access to natural and mineral resources. . . . 
It will be essential that the particular pieces of land most suit- 
able for the particular purposes should be made available for use 
in the public interest.’’ The Uthwatt Committee acknowledges 
that these words, written in 1918, form a fitting opening to its 
own report and that that is a measure of the failure of the past 
20 years to adapt planning policy and methods to the needs of 
the situation. The present report also emphasises that ‘‘ recon- 
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struction is not only an immediate necessity for repairing 
devastation caused by the war but is also a long-term measure. 
It makes clear, too, that one of the main objectives of an efficient 
system of national planning must be a balanced allocation of 
undeveloped land to the various necessary or desirable uses and 
that this must cover the requirements of transport. At the same 
time there is a notable absence of detailed reference to the place 
of transport in planning, a peculiar omission in view of the 
dependence of modern industry on efficient movement of both 
goods and personnel. 

The main recommendations of the committee, which include 
the immediate vesting in the State of the rights of development 
in all land outside built-up areas, have received wide publicity 
and are well known, but one point is of particular interest. This 
is the proposal that payment of compensation for land publicly 
acquired shall not exceed an amount based on values at March 31, 
1939. In this country railway construction has suffered greatly 
from the fact that as soon as it has become known that a line 
was projected in a certain direction land values have risen 
and the cost of the work has been greatly enhanced. An out- 
standing example of the fact that people other than the railway 
company often benefit chiefly from railway extensions, was pro- 
vided. by the will of an estate agent published early in 1939 
[his estate agent practised in the neighbourhood of Golders 
Green. He began business in West Hampstead with practically 
no capital, but subsequently opened a wooden shed opposite the 
site of Golders Green Station shortly before the Underground 
railway was built. His gross estate of £400,790 reflected to a 
large extent the appreciation in land values, which resulted 
directly from the construction of the tube railway. It has indeed 
been said with truth that if the land could have been acquired 
compulsorily at a fixed price based on the values obtaining before 
the project was known, the cost of construction of certain lines 
could have been met out of the increment in land values. 

The necessity, in any planning scheme, for co-operation from 
the beginning with the authority responsible for providing rail- 
facilities would seem so obvious that it is strange how 
seldom it occurs. Sites earmarked for industrial purposes must 
be served with sidings and accommodation for the speedy 
despatch and economic and easy handling of incoming and out- 
going traffic. The working methods connected with traffic of this 
kind must fit in with the operations of the main lines of rail- 


way 


way. If the expected developments mature, stations for both 
passengers and goods may be needed in the area and pro- 
vision for them should be allowed for in the scheme. The 


construction of new lines might be facilitated if the railway 
company were empowered to become the owners of land on each 
side of a new line, and around each station under an arrange- 
ment similar to that contained in the Development & Roads Im- 
provement Act, 1909, relating to the provision of new roads. 
In this connection it might well be urged that the railway com- 
panies should also be given the benefit of the ‘‘ Betterment pro- 
visions ’’ in paragraph 2(c) of the Schedule to that Act. This 
paragraph provides that in determining the amount of any 
disputed compensation, no additional allowance shall be made on 
account of the purchase being compulsory, and the arbitrator 
shall have regard to the extent to which the remaining and 
contiguous lands and hereditaments belonging to the same pro- 
prietor may be benefited by the proposed work or road for 
which the land is authorised to be acquired. These strips could 
be made a fruitful source of revenue and the prospect of an 
inducement of this kind being forthcoming would probably influ- 
ence the railway company in its decision to embark on new works 
propesals. This principle has been in operation for many years 
abroad and has proved very successful. 
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Indian Railway Budget Estimates 


RESENTING the Railway Estimates in the Central Assembly 
of the Government of India on February 18 last, the Railway 
Member forecast for the year ended March 31, 1942, a surplus of 
Rs. 26-20 crores (£19,650,000) as against Rs. 11-83 crores origin- 
ally estimated, and Rs. 7-74 crores more than the actual surplus 
of the previous financial year. Total traffic receipts were expected 
to reach Rs. 127 crores, Rs. 18} crores above the original esti- 
mate, and Rs. 15 crores more than in 1940-41. Working expenses 
were placed at Rs. 73 crores—including Rs. 12% crores for depre- 
ciation—Rs. 7} crores more than in the previous year. The 
expected surplus of Rs. 26-20 crores will be allotted as follows: 
Rs. 19-12 crores to general revenues and Rs. 7-08 crores for 
repayment of loans from them in past years of deficit. This will 
leave a balance of Rs. 51} crores in the Depreciation Fund and 
Rs. 6} crores in the Reserve Fund. The Budget Estimate for 
the year ending March 31, 1943, assumes traffic receipts amount- 
ing to Rs. 125} crores, Rs. 14 crores less than in 1941-42. Total 
working expenses are expected to be about Rs. 70} crores, Rs. 2} 
crores lower than in the previous year. The surplus is expected 
to total Rs. 27-95 crores or virtually £21 millions, of which 
Rs. 20-13 crores will be transferred to general revenues and 
Rs. 7-82 crores to the Depreciation Fund in further repayment of 
lean-year loans; the balance in the fund at the end of the current 
fiscal year should be Rs. 64} crores. 

The Railway Member warned the Assembly against regarding 
the war as something remote from India, and against expecting 
impossibilities in railway facilities. It has become impossible for 
railways to meet all demands on them, due to an unprecedented 
volume of military and other traffic, to an ever-increasing speed 
of supplies praduced by railway workshops, to the expansion of 
other industries, and to the embarrassing rate at which alter- 
native means of transport have contracted. Meanwhile, railways 
have had to face increasing handicaps in the shape of loss of 
rolling stock and rails for war purposes, replacements of which 
are difficult or impossible to obtain; experienced personnel is also 
going the same way. Nevertheless, administrations will do all in 
their power to give the best service possible in the circumstances. 
The Railway Member went on to point out that as compared 
with the last pre-war year there had been increases of over 
30 per cent. in ton-miles and more than 16 per cent. in pas- 
senger-miles, or of nearly 6,500 million ton-miles and 3,000 
million passenger-miles. In the first nine months of 1941-42 over 
2,000 military special trains had been run, generally over long 
distances, ordered at short notice, with large transfers of rolling 
stock involved, and chiefly over main lines already more than 


busy. The general results had been achieved thanks to im- 
proved operating metheds. For instance, the average daily 
task of each locomotive on the bread-gauge lines had _ since 


1938-39 risen from the movement of 15.000 ton-miles to 17,000. 
After referring to the acquisition by the State of the B.B. & 
C.I. and Assam-Bengal Railways on January 1, 1942, he men- 
tioned the absorption during the current financial year of the 
Bengal & North Western, Rohilkund & Kumaon, Tapti Valley, 
and Mirpurkhas—Khadro lines into the State system, involving 
the working of some 2,874 additional miles of line by the State, 
and an increase in capital at charge to Rs. 7814 crores. With 
the exception of some lines owned by Indian States and unimpor- 
tant light railways, the whole of the railway system of Northem 
India and the extensions of this system in the western half of the 
Peninsula as far south as the River Kistna will be State owned 
and worked. The State-worked mileage will by next year have 
gone up from 17,000 to 24,000 miles, and the total number of 
employees will have risen from 390,000 to over 500,000. 






























Publications Received 


Electrification in Brazil.—-During the 
progress of the electrification of the Central 
Railway of Brazil in the neighbourhood of 
Rio de Janeiro several articles on the work 
appeared in our pages. We have now 
received an excellently produced illustrated 
brochure describing the project in its 
entirety both historically and technically 
from the compiler and publisher, the 
Metropolitan-Vickers Electrical Co. Ltd., 
the main contractor responsible for carrying 
out the work. The system is of 3,000 volt 
d.c. with overhead current collection from 
catenary suspended conductors. The sub- 
contracting company for the overhead line 
equipment and transmission lines was 
British Insulated Cables Limited. Power 
will eventually be supplied at 44 kV from 


a hydro-electric generating station; but at 
present it is being taken at 25 kV from the 
Rio de Janeiro Light & Power Company. 
Conversion to d.c. at 3,000 V. takes place 
in substations equipped with transformers 
and rectifiers; the latter, with their high- 
speed circuit-breakers, were provided by 
the British Thomson-Houston Co. Ltd. 
Supervisory control equipment, provided 
by the Automatic Telephone & Electric Co. 
Ltd., is installed in a room over one of the 
substations and this enables the entire 
system to be controlled remotely. A new 
signalling installation was required to 
regulate the greatly-increased traffic made 
possible by the electrification, and this was 
provided by the General Railway Signal 
Co. Ltd., utilising apparatus manufactured 
by the main contractor. The trains are 
made up of three-coach units, and the 
motor coach is in the centre in each case. 


All coaches have driving cabs, and those in 
the trailers normally are used. The rolling 
stock is of the non-compartment variety, 
with sliding doors operated by pneumatic 
motors, which are controlled electrically. 
The Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. built the coach bodies and 
the trucks, and a notable feature of the 
latter is the employment of Skefko roller 
bearings for all axles. 








Nortu BrRitTIsH Station Hoter,—The 
London & North Eastern Railway Com- 
pany’s hotel in Edinburgh was 40 years old 
on October 15. It was designed in a modi- 
fied Renaissance style by Mr. W. Hamilton 
Beattie, and it harmonises with the adja- 
cent classical buildings. The North British 
Hotel has over 400 rooms and its tower 
contains a 13 ft. dia. clock. 
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LETTERS TO THE EDITOR | 


(The Editor is not responsible for the opinions of correspondents) 


First Class Travel 

October 19 

To THE EpiToR oF THE RaiLWay GAZETTE 
Srr,—In support of Mr. Charles S, Lake’s suggestion in your 
issue Of October 16 that first class travel should not be avail- 
able to junior officers in the Services, may I point out that Civil 
Servants in receipt of salaries of less than £600 per annum are 
restricted to third class. Many such officers holding temporary 
ippointments have in their peacetime avocations been.used to 
travelling first, whereas, as your correspondent points out, most 
junior officers in the Services have been accustomed to third. 
Moreover, Civil Servants—both junior and senior—being pressed 
for time have frequently to work on the journey—a difficult 
enough task in a first, but well-nigh impossible in a third. 

Yours, etc., 

NATIONAL 


Train Services in 1880 


12, St. John’s Park, 
London, S.E.3 
October 17 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I have read Mr. Thompson’s letters on this subject with 
great interest and sympathy, but surely it is hardly fair to 
instance the Midland-Scotch ‘‘ Waverley ’’’ service as a case of 
deterioration? The status of this line, as a through route, was 
entirely altered in 1923 by the “‘ grouping,’’ and when, in 1901, 
the 2 hr. 15 min. non-stop trains between Carlisle and Waverley 
commenced to run (a slight acceleration over the 1880 schedule, 
which was part of Lord Farrer’s Midland-Scotch express pro- 
gramme) they loaded so lightly that the old Midland Railway had 
to guarantee their earnings to the North British up to an agreed 
sum per mile, and paid heavily, over a long period, on this 
guarantee. I think Mr. Thompson would probably agree with 
me that the Border towns accounted for most of the traffic 
between England and the Waverley route, that this was seriously 
affected by the great reductions in the Manchester and Liverpool 
through services via Hellifield, and that non-stop runs between 
Carlisle and Waverley —however ‘‘ magnificent ’’—are not busi- 
ness propositions. I should prefer to have seen instanced, for 
“lack of progress,’’ such services as London and Southampton, 
or a cross-country route like Liverpool and Leeds or Cardiff and 
Portsmouth. 


SERVANT 


Yours faithfully, 
R. E. CHARLEWOOD 


Bordyke, 
Burgess Hill, 


Sussex 
October 19 
To THE EDITOR oF THE RAILWAY GAZETTE 
Sir,—In your issue of October 16, page 364, Mr. W. B. 
Thompson refers to various ‘‘ Train Services in 1880.’’ He 


mentions that the Midland Railway ran trains over the District 
Railway to Mansion House terminus, quoting Bradshaw for 
July, 1880. You reproduce a facsimile of this timetable on page 
366. The Midland trains, however, ran no further east on the 
District Railway than Earls Court. No doubt the Midland 
arranged with Bradshaw for the heading ‘‘ St. Pancras to Mansion 
House.—Mid.,’’ but in the table at Earls Court are shown 
arrival and departure times in both directions, possibly so done 
by Bradshaw to ‘‘ save face ’’ in view of the title of the table. 
With the exception of the first train, all the arrivals at Mansion 
House are later than the departures from that station. The 
L. & N.W.R. and G.W.R. made considerable pecuniary conces- 
sions to the District for these running powers for their Outer 
Circle and Middle Circle trains respectively, and for terminal 
accommodation at Mansion House. I cannot find any evidence 
that the. earliest Midland train did in fact run to and from 
Mansion house. 

To prevent the Midland Railway running trains to Mansion 
House the L. & N.W.R. and G.W.R. companies obtained the 
insertion in the District Act of 1875 of a clause that the Midland 
and L. & S.W. Railways should not run trains to the Mansion 
House until the District had provided there a separate bay for 
each of these railways. This the District never did, and there- 
fore the trains of the Midland and L. & S.W.R. were thus 
testricted from working to and from the Mansion House. 

In view of the above statutory restriction it is extremely 
unlikely that the earliest Midland train worked into and out of 
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Mansion House Station. Moreover, a Midland light engine must 
have preceded the train to bring it back, and the train engine 
followed it ‘‘ light.’’ On the other hand, the District may have 
provided the locomotive to haul the first up and down trains 
daily between Earls Court and Mansion House. If so, the breach 
of the clause may have been ‘‘ winked at by those with 
authority to stop the practice. 

The Midland trains to Earls Court originally ran to Richmond, 
but (as stated in ‘‘ Locomotion in Victorian London,’’ p. 181) the 
service was in May 1878, diverted to Earls Court, and withdrawn 
at the end of September, 1880. 


Yours faithfully, 
G. A. 


G.W.R. “Castle ’’ Locomotives 


Bletchley, Bucks 
October 16 
To THE EpitorR oF THE RAILWAY GAZETTE 

Srr,—Observations made during recent years have left me 
with a most favourable impression of the excellent qualities of 
the ‘‘ Castle ’’ class locomotives of the Great Western Railway, 
and this was confirmed by the work performed by two of their 
number during a recent trip of some 400 miles, when they 
showed to great advantage. The engines appeared to be working 
well within their capacity under all conditions of running and 
to those interested in locomotive performance it is a pleasure 
to ride behind them. 

True, the loads hauled on this occasion were not particularly 
heavy, averaging .so far as I could judge about 400 tons tare, 
but as the trains were full to capacity the load, exclusive of 
engine and tender, would be quite a respectable one. I made no 
attempt to time or “‘ clock ’’ the running, but was guided in my 
estimate of the efficacy of the work performed by the fact that 
time was made up on two out of three journeys in a seemingly 
effortless manner, and what particularly impressed me was the 
accelerative powers of the engines when starting away from 
stations and after signal checks, of which latter two occurred on 
the final run in from Swindon. The weather on this stretch was 
unfavourable; wet rails and a strong cross wind blowing. Some of 
the running when well under way appeared to be very fast and 
smooth. 

When judged by modern standards, the ‘‘ Castles’’ are not 
large engines, but their general design is admirable; with four 
16-in. by 26-in. cylinders, 6 ft. 84 in. dia. coupled wheels, and 
225 lb. boiler pressure, they exert a tractive force (at 85 per 
cent. b.p.) of 31-625 lb.; this is lower than that of either the 
‘Lord Nelson ’’ class on the Southern or the ‘‘ Royal Scot ’’ 
on the L.M.S.R., both of which have created for themselves an 
enviable record for continuously hard work well done. They 
are, moreover, of lighter weight than either of the last-named 
classes. 

Both the front end and valve arrangements of the G.W.R. 
engines are commendably good and this doubtless has a lot to 
do with their all-round excellent performance. To my mind 
Mr. Collett made a big step forward when he placed the 
‘“ Castle ’’ locomotives on the rails and the owning railway com- 
pany possesses in them a class of engines of which it may 
justifiably be proud. 


SEKON 


“e 


Yours faithfully, 








CHAS. S. LAKE 
FuEL EcoNnoMIies ON UNITED STATES RarLways.—Referring 
to the fact that a decrease in fuel consumption of 46-3 


per cent. had been effected in the course of 20 years on the 
American railways, Mr. T. Olson, Superintendent of Motive 
Power, Chicago Great Western Railway, in a paper read at 
the thirty-sixth annual convention of the Smoke Prevention Asso- 
ciation of America, stated that the progress in fuel economy 
referred to was achieved only to a certain degree by engine crews 
in charge of the locomotives. It was largely due to improve- 
ments in the design of the engines, and also in their equipment; 
the elimination of stops, the handling of more uniform and 
practical tonnage on each train, and many other factors contri- 
buted to it. A substantial and gratifying reduction has been 
made in locomotive-fuel performance on a ton-mile basis by 
mechanical improvements and operating methods to such an 
extent that the ever-present opportunity for economy through 
education of the employees handling the work of moving the 
trains and operating the locomotives may have been neglected. 
At present with business on a high level and the increasing 
demands made upon the railway personnel for additions to* the 
armed forces, the introduction of inexperienced men in aill 
branches of the railway service is bound to be felt. It cannot be 
expected that these latter will for some time reach the efficiency 
attained by more experienced employees, and it is therefore neces- 


sary to make greater efforts to educate the newcomers in fuel 


economy. . 
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The Scrap Heap 


Not THE Exact FARE 
A L.P.T.B. conductor recently found a 
bundle of 200 £1 notes in a bus. 


* * * 


Equipment of the Italian State Railways 
which was sent to the United States almost 
four years ago for the New York World’s 
Fair has been seized by the Alien Property 
Custodian. It will be turned over to the 
Nation Scrap Collection Campaign. The 
equipment, which is now in a storage 
building at Earny, New Jersey, includes a 
three-car train, two small electric passenger 
cars, and a motor lorry. 


” * * 


THE OLDEST PROFESSION 

A doctor, an architect, and a civil ser- 
vant were arguing which of them be- 
longed to the oldest profession. The 
doctor’s claim that a member of his 
profession must have been present at 
Adam’s major operation was countered by 
the architect. He pointed out that the 
world was created out of chaos, and where 


there is creation there must also be an 
architect. 
‘* Ah,’’ said the civil servant, ‘‘ but 


where there is chaos there must always be 


a civil servant.’’—‘‘ Peterborough’’ in 
“* The Daily Telegraph.”’ 
. * * 
PATIENCE 


When you are waiting, cold and impatient, 
on a draughty station platform for a train 
which is late, you may be cheered by the 
recollection of this story told by Mrs. 
Eileen Bigland, a well-known traveller, at 
Halifax. She described how in Siberia she 
had to wait a fortnight for a train, camping 
out on a station platform. This was before 
the war. After some time, she relates, she 
was told that there was another person on 
the platform who spoke English but no 
Russian, and she was asked to act as inter- 
preter. She found this man to be a 
Chinese, who was waiting for a train to 
take him home—and had been waiting 
20 years! He told her that he came to 
Siberia for a,few months to work on the 


| 


railway, but lost his identity papers, and 
could not get back. He had married a 
Russian woman, had five fine children but, 
he added, the lovely part of it was that he 
could not understand a word his wife said 
and she could not understand what he was 
saying !—From “ Northerner II” in “ The 
Yorkshire Post.” 


* * * 


Recently a request was received for 
Trans-Canada Air Lines to handle a 235-lb. 
crankshaft which was urgently required for 
an oil tanker docked in an Atlantic port. 
The firm selected for the job is located 
in the Maritime Provinces of Canada. The 
shaft was completed, put aboard the T.-C.A. 
plane at Halifax, and just 72 hours later it 
was being installed in the tanker. Another 
instance of smart service is provided by the 
shipment from a Canadian plant of a 450-lb. 
repair part needed for a torpedoed ship laid 
up in a South American harbour. T.-C.A. 
got in touch with connecting air lines in the 
United States and South America and in a 
remarkably short time, the ship was repaired 
and back on active service for the Allies. 


+ * * 


FourTH CLAss 


In his little brochure, ‘‘ Springburn—Its 
Parish and Its Church,” the Rev. A. Ian 


_ Burnett deals with the early days of the 


railways as they affected Springburn and 
other districts. Here is an interesting note : 

“Passenger travel in those early days 
must have combined the maximum popu- 
larity with the minimum comfort. In 1841, 
for instance, a ‘‘ fourth class”’ was instituted 
on the new Greenock Railway. For six- 
pence one could travel in an open truck 
known as a ‘ stand-up,’ the passengers for 
lack of seats having to stand, lean over the 
side, or sit on the floor when space allowed.”’ 

The dedication of this little book runs: 

“To the Daughter of a Railwayman, 
Jessie Barclay Dewar, and her Grand- 
daughter, Ishbel.”’ 


The former is the author’s mother; the 


latter his daughter.—From ‘‘ The Glasgow 
Herald.”’ 
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‘Actually I wanted something for a train journey” 


[Reproduced by permission of the proprietors of “‘ Punch”’ 











October 23, 1942 





THE WORLD’S FIRST RAILWAY CREST 


Full-size reproductions of the engraved crest on 

the company’s share certificates (above), and of 

the corporate seal (below), of the Surrey Iron 
Railway Company 


THE PORTER WITH A DUSTER 


‘“ An experience which I think may 
interest your readers,’’ writes a corre- 
spondent, “‘came my way while travel- 
ling by rail recently. While my train was 
waiting at a well-known station I noticed 
one of the wartime women employees wait- 
ing, apparently, for another job to do. 
Not immediately finding or being given 
one, she turned round to the seats along 
the platform, whipped out a duster, and 
begarr vigorously to dust all those which 
were not occupied! The train carried me 
on my journey with the happy thought 
that every home may now be a factory, 
but also the women are going to see to it 
that every factory—and railway station— 
shall be a home!’’—From ‘‘ The Man- 
chester Guardian.”’ 


*” * + 


Because of a typographical error in this 
column in last week’s issue, a paragraph 
referring to the Southern Railway brake 
vans was headed ‘‘ Railway Goods Make 
Vans.”’ The vans referred to in the para- 
graph were goods brake vans, illustrated 
and described at page 373 of that issue, 
and not luggage vans, 

* ~ * 


TAILPIECE 
Special vans are being provided by the 
railways for transporting deer carcases. 

The Monarch of the Glen, 
He will not pose again 
For pencil, brush, or pen. 
Too edible to live 
They deemed this fugitive, 
Pursued him down the vale 
And put the corpse on rail. 
The tyrant of the glade 


Is dead—and carriage paid. 
B.C. 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


UNITED STATES 


Train Wrecking in Tennessee 

Early on the morning of July 14, an 
attempt was made to derail the Panama 
Limited of the Illinois Central Railroad— 
the fastest train on the system, for which 
new streamline stock, with diesel-electric 
haulage and accelerated schedules, was 
introduced earlier in the present year. As 
in the derailment of the City of San Fran- 
cisco near Carlin, Nevada, on August 12, 
1939, the saboteurs had withdrawn the 
inside spikes on 14 sleepers, and, after 
removing a pair of fishplates, had moved 
the end of the rail inwards. Very remark- 
ably, however, the locomotive, baggage car, 
dining car, and five Pullmans kept the track, 
and were pulled up 2,108 ft. beyond the 
scene of the attempted wreck, but the sixth 
Pullman and the observation car were 
derailed. This last Pullman remained 
upright on the sleepers, but the observation 
car became disconnected and rolled over 
down a 25-ft. embankment, suffering con- 
siderable damage before it came to rest 
806 ft. beyond the point of derailment. 
Apparently it was only the rear bogie of 
the observation car which failed to jump 
the gap, but once those wheels were off 
the track they caused both this vehicle 
and the one ahead to derail. Another 
astonishing feature of the accident is that 
the only personal casualties were four 
persons slightly injured. The site of the 
sabotage was Tipton, Tennessee, 25 miles 
north of Memphis. 


Wagon Construction Slows Down 

A sharp decline in the delivery of new 
freight wagons took place in June. Whereas 
in May the total of new wagons was 8,324, 
in June the figure dropped by 27 per cent. 
to 6,088. The number built in the railway 
companies’ own shops increased from 751 
to 859, but completion by outside builders 
fell from 7,573 to 5,229. Further, only 
half the latter total was for home use; 
the remainder was for export. The brake 
on production, of course, is the shortage 
of steel, which reduced the production of 
the wagon building firms to 39 per cent. of 
rated capacity during June ; some of these 
plants, indeed, have been brought almost 
to a standstill. As a result of this hold-up 
in wagon production, certain railways 
which had obtained loans for the building 
of freight wagons on an extensive scale are 
seeking authority from the _ Interstate 
Commerce Commission to cancel these 
orders and to substitute orders for loco- 
motives. The Southern Pacific Railroad, 
for example, has just obtained authority 
to place an order with the Baldwin Loco- 
motive Company for twelve oil-burning 
4-8-8-2 locomotives, at a cost of approxi- 
mately 3 million dollars, in place of orders 
for box wagons of corresponding total value. 


A Susquehanna Revival 

The New York, Susquehanna & Western 
Railroad, a line of small dimensions which 
has operated in trusteeship since June, 
1937, due to lost traffic and financial diffi- 
culties, is making a good recovery with the 
help of diesel power. Between Paterson, 
N.J., and New York, passenger business 
had been lost entirely to road transport, 
but in June, 1940, two capacious stream- 
lined diesel railcars were put into service 
between Paterson and Susquehanna Trans- 
fer, from which point motorbuses carry the 
passengers by the Lincoln Tunnel under the 
Hudson River into the heart of New York, 
and the response has been such that at 





times the cars cannot handle all the traffic’ 
Of eight 1,000 b.h.p. diesel-electric loco- 
motives recently acquired for shunting and 
general freight service, four have been 
adapted for mixed traffic, and can handle 
passenger trains at up to a maximum of 
70 m.p.h. when required ; they are also 
available for multiple-unit working in pairs 
as 2,000 b.h.p. locomotives. Already these 
latter are being used to handle passenger 
trains, between their turns of freight duty, 
and thus to relieve the railcars. All the 
eight diesels are working on a 24-hr. daily 
basis, and have released 13 steam locomo- 
tives previously used in shunting, freight, 
and passenger service. 
A Streamline Success 

Early in January the Chicago & North 
Western Railroad added four new diesel 
streamline trains to its service from Chicago 
and Milwaukee to points in Wisconsin and 
Minnesota, named the 400 trains, after the 
original 400 streamliner between Chicago 
and the Twin Cities of St. Paul and Minne- 
apolis. In six months these trains have 
averaged over 3,200 miles daily, have 
covered in all nearly 600,000 miles, and 
have carried over 250.000 passengers. 


ARGENTINA 


Wartime Railway Problems 

The wartime difficulties arising from the 
shortage, and poor quality, of fuel avail- 
able, and from the lack of replacement 
materials, are being felt increasingly by 
the Argentine railways, the organisation 
of which is being strained severely in an 
effort to maintain the services as nearly 
as possible at their normal standard of 
efficiency. This has been impossible in 
many cases, and some of the companies 
have found it necessary to curtail their 
passenger services to save fuel. 
Position of Central Argentine Railway 

Due to wartime restrictions on importa- 
tion, the Central Argentine Railway also 
is experiencing serious difficulties in the 
matter of obtaining the materials neces- 
sary for renewals purposes. The chairman 
of the local board has addressed a com- 
munication on the subject to the Director- 
General of Railways, pointing out the 
difficulties with which the company is 
faced in this connection and explaining 
that these have been accentuated since the 
entry of the United States into the war. 
The note states that, despite the most 
rigid economy, the ‘utilisation of second- 
hand materials where possible, and the 
use of locally-manufactured articles, the 
problem is becoming daily more serious. 
It is pointed out that, out of 100,000 tons 
of steel allocated by the U.S.A. to Argen- 
tina for the first quarter of the current 
year, the C.A.R. had received only 450 
tons. The company estimated that, for 
the second quarter, it would need 1,500 
tons, but the quantity received had been 
much below its minimum requirements. 
The situation with respect to other 
materials was equally serious. The stocks 
of pig-iron and coke on Sevtember 1 were 
estimated to be sufficient only for eight 
months’ consumption; and, unless some 
means could be found of replenishing the 
stock of wheels, axles, and other essential 
spare parts, the company’s services would 
have to be curtailed unavoidably. 


Reduced Suburban Services 
As from September 14, the Buenos 
Ayres Great Southern Railway was ob- 
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liged to reduce the number of its suburban 
trains, with due regard, as far as possible, 
to the needs of the majority of its pas- 
sengers, so as to minimise public incon- 
venience. The most important feature of 
the modified timetables is the reduction 
in the number of steam trains, which are 
to be replaced partly by diesel units. 
Although the capacity of the trains will 
be increased to the maximum number of 
coaches permitted, the company has issued 
public notices advising passengers to travel 
whenever possible during non-rush hours, 
to relieve congestion and mitigate any un- 
avoidable discomfort. For the greater 
convenience of the public, there will be no 
cancellation of trains during rush hours 
on working days; but for holiday periods 
considerable changes have been _ intro- 
duced, entailing an increased number of 
trains stopping at all stations. 


Day Travel Advised 


The Buenos Ayres Great Southern Rail- 
way and the Buenos Ayres Western Rail- 
way have issued a joint appeal to 
main-line passengers to travel whenever 
possible by day trains, explaining that, 
for an equivalent consumption of fuel, the 
capacity of a first class saloon coach is 
three times greater than that of a sleep- 
ing car. For this reason, the limited 
supply of fuel available can be used most 
advantageously on day trains, thus per- 
mitting such restrictions as the situation 
demands being confined to the night ser- 
vices. Where, however, circumstances 
necessitate night travel, passengers are re- 
quested to book their accommodation in 
advance, thus saving the company the 
loss of time and fuel caused by the addi- 
tion of extra coaches at the last moment. 


Goods Services 


These two companies have appealed also 
for the co-operation of loaders in the econo- 
mical utilisation of goods wagons. It is ex- 
plained that, in present circumstances, it 
is essential that wagons be loaded to their 
maximum capacity, and shippers are 
recommended, in their own interests as 
well as in those of the railways, to take 
advantage of relatively-lower goods rates 
by loading wagons to capacity whenever 
possible. It is pointed out that this en- 
sures quicker transport to destination, and 
avoids the waste of fuel involved in haul- 
ing partially-loaded trains. The railways 
also call the attention of shippers and con- 
signees to the importance of accelerating 
loading and unloading operations, to assist 
in a quicker turn-round of rolling stock. 


BRITISH GUIANA 


Railway Project 

Sir Geoffrey Evans, who was tor eleven 
years Principal of the Imperial College of 
Tropical Agriculture, Trinidad, and who 
was a member of the British Guiana 
Refugee Commission in 1939, recently drew 
attention to the proposals made a few years 
ago for the construction of a railway, about 
225 miles long, from the coast, and through 
the forest belt, of British Guiana. He said 
that the estimated cost in 1939 had been 
£3,500,000, but that how much _ that 
estimate now would be increased could not 
be stated. The forest belt in British 
- Guiana is generally about 200 miles wide 
and of too diversified a nature for any highly 
profitable working, but the discovery of 
radium-bearing ore, and the availability in 
the Colony of bauxite and balata, may place 
a different value ’on railway construction. 
Already six per cent. of U.S.A. imports of 

bauxite come from British Guiana. 
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The Omnibus Owners’ Association 


The development of the organisation for Parliamentary and 
legal representation of the company-owned bus industry 


DURING the nineteenth century, bus ser- 

vices in Great Britain might have been 
characterised as local in ownership, extent 
of services, and influence. Although there 
were numerous undertakings and services, 
they did not constitute an industry in the 
modern acceptance of the term, and were 
maintained very largely by local job- 
masters as part of other businesses. In 
most cases bus services were owned by 
private proprietors, and there were rela- 
tively few limited companies engaged in 
the business, and such as there were 
operated only in a few large towns. Ac- 
cordingly, there was nothing which might 
be described as ‘the structure of the 
industry ’’ until the closing years of the 
nineteenth century, when a common danger 
resulted in the formation in London of a 
voluntary organisation entitled the London 
Omnibus Owners’ Federation. 

The common danger arose from the fact 
that the London County Council was 
acquiring the lines of the horse-tramway 
companies within the county area, with a 
view to electrification. One of the import- 
ant tramway undertakings south of the 
Thames, which was acquired on January 1, 
1899, was that of the London Tramways 
Co. Ltd. This company operated many 
tramway services to termini on the south 
sides of Westminster, Waterloo, and Black- 
friars bridges, and had failed to secure 
Parliamentary sanction to extending its 
rails across these bridges. It had, however, 
extended its services by means of horse 
buses from the tramway termini to central 
points north of the river. When the under- 
taking was acquired by the L.C.C., the latter 
continued to maintain these bus services 
ind linked them on the north of the river. 

This affected the interests of the 
Atlas & Waterloo Omnibus Association, and 
at a meeting of the proprietors of this 
association held at its offices at 88, London 
Road, Southwark, it was reported that Mr. 
William Joynson Hicks (afterwards Lord 
Brentford) of Messrs. Hicks, Davis & Hunt 
(Solicitors to the London General Omnibus 
Co. Ltd.) had expressed the opinion that 
the London County Council possessed only 
tramway working powers obtained in 
1896, and had no powers to run buses; 
that such action was accordingly ultra 
vives; and that action could be taken 
to restrain the L.C.C. from so doing. 
Che important London proprietors, 
ind the old-established operating 
ciations, which included many smaller 
proprietors, conferred with the object of 
presenting a united front against municipal 


asso- 


competition, and the London Omnibus 
Owners’ Federation was formed in 1899, 
under the chairmanship of Sir John 


Lulham Pound. 

Messrs. Hicks, Davis & Hunt found sub- 
sequently that the action would have to be 
taken by the Attorney General at the rela- 
tion of the aggrieved person. Such action 
was duly taken at the relation of 
William Henry Birch, Charles William 
French, Patrick Hearn, the London 
General Omnibus Co. Ltd., Thomas 
Tilling Limited, the London Road 
Car Co. Ltd., and the various 
other members of the Atlas & Waterloo 
Omnibus Association, the Camden Town 
Omnibus Association, and the Kings Cross 
& Barnsbury Omnibus Association, which, 
with other similar interests, had joined 
together to form the new federation 

The L.C.C. bus operations were success- 


fully opposed, and they were withdrawn 
on March 6, 1902, after protracted 
legal proceedings. which were carried 
eventually to the House of Lords. 
Having achieved their immediate ob- 
jective, the members decided to keep 
the federation in being as a permanent 
organisation to meet similar situations 
(such as the unsuccessful application of the 
L.C.C. to Parliament for bus-working 
powers). Mr. Laurence G. Oldfield was 
ippointed Secretary in 1901. 

The L.C:C. subsequently promoted Bills 
seeking to extend its tramways over the 
Thames bridges, but was twice defeated, 
before its final success. 

The provincial omnibus proprietors re- 
mained without any corresponding organ- 
isation, as they had not been faced with a 
common peril demanding co-operation. 


Towards the end of 1912, however, 
Mr. Sidney Garcke called a meeting in 


London of representatives of the provincial 
bus companies to suggest to them that the 
time had come when they should have their 
own association, capable of taking Parlia- 
mentary action. By that time the motor- 
bus was beginning to make substantial pro- 
gress on longer distance provincial routes, 
but its legal position was ill-defined, as 
licensing outside the Metropolitan area con- 
sisted in the main of the exercise of such 
powers as had been taken by individual 
towns under the Town Police Clauses Act, 
1847. The Provincial Omnibus Owners’ 
Association was formed on December 17, 
1913, and was incorporated on December 31, 
1914. The annual subscription was usually 
£5 5s. (reduced during the war years to 
£3 3s. for owners of not more than 12 work- 
ing and licensed buses) and the original 
membership consisted of the large provincial 
operators such as those companies associated 
with the British Electric Traction Co. Ltd., 
and with Thomas Tilling Limited, and such 
other substantial operators as the United 
Automobile Services Limited, and the 
Bristol Tramways & Carriage Co. Ltd. 
The management was vested in a council 
of not fewer than 15 nor more than 20 
members. Lord Guernsey, a Director of a 


Derbyshire undertaking, was the first 
Chairman; and Mr. Oldfield was appointed 
Secretary, by arrangement with the 


London Omnibus Owners’ Federation, of 
which Mr. Richard S. Tilling was then 
Chairman. When Lord Guernsey was 
killed in action in September, 1914, Mr. 
R. S. Tilling succeeded him as Chairman. 

Exactly 25 years ago the interests of 
the two organisations, which then had the 
same Chairman and the same Secretary, 
were merged to form the London & Pro- 
vincial Omnibus Owners’ Association, with 
the object of watching over and protecting 
the general interests of bus owners 
throughout the United Kingdom. This 
new association was registered as a limited 
company on December 20, 1917, as a non- 
profit-making association with the word 


‘“ limited ’’ omitted by licence of the 
Board of Trade. It was formed with 
a2 maximum of 100 members, each 


liable for £1 in the event of winding up, for 


, the payment of debts and liabilities of the 


association. The principal objects were :— 

To take over the whole or any of the 
assets and liabilities of the unincorporated 
association known as the London Omnibus 
Owners’ Federation and of the Provincial 
Omnibus Owners’ Association (Incor- 
porated) ; 
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To watch over and protect the general 
interests of owners of omnibuses in the 
United Kingdom, and to promote the 
consideration and discussion of all questions 
affecting the business of omnibus pro- 
prietors ; 

To secure the removal or alteration of 
repressive and vexatious restrictions im- 
posed on the omnibus industry ; 

To take such steps as may be desirable by 
promoting or opposing Bills in Parliament, 
Provisional Orders, or other measures, or 
otherwise to promote or oppose fiscal or 
other legislation likely to be beneficial or 
injurious to the owners of omnibuses; 

To advise members of the association, 
and to undertake or assist financially or 
otherwise in promoting or opposing litiga- 
tion in any cases affecting the interests of 
the owners of omnibuses so far as may be 
done legally ; 

To co-operate with other bodies in cases 
where the objects are similar. 

The management of the association was 
vested in a council of 21 members, of which 
9 represented London and 12 represented 
provincial members. On January 21, 1929, 
the title was changed to the present one of 
the Omnibus Owners’ Association Inc. 
Naturally the formation of the London 
Passenger Transport Board with exclusive 
powers within a wide area around London 
caused a major change in the structure of the 
association. The division of the members 
of council into London and _ provincial 
members was discontinued in 1931 
and the management of the association is 
now vested in a council of 28 members, all 
representing provincial operation. Another 
change introduced was that of graded 
annual subscriptions so as to facilitate the 
entry of smaller operators. The present 
annual subscription is £1 ls. for members 
owning 10 buses or fewer ; £2 2s. for those 
owning 11 to 25 vehicles; and £5 5s. for 
those owning more than 25 vehicles. In 
addition, a levy is made as_ required, 
based upon the number of vehicles owned. 
The Secretary is Mr. Laurence G. Oldfield, 
F.C.A., who has thus been responsible for 
the secretaryship of this association and its 
predecessors for upwards of 40 years. 

Since its formation,- the Omnibus 
Owners’ Association has examined all Bills 
in Parliament affecting the interests of 
bus owners and, where considered neces- 
sary, has opposed them. It has also kept 
in touch with all Government Departments 
on matters affecting bus proprietors. 

The association today represents the 
owners of more than 18,000 public service 
vehicles (of course, not including London 
Transport). 

The present council has for its Chairman, 
Mr. John Spencer Wills, who is Chairman or 
Director of a large number of bus companies 
associated with the British Electric Traction 
Co Ltd., and is a Member of Council of the 
British Electrical Federation Limited ; he 
represents the Yorkshire Traction Co. Ltd. 
in the Omnibus Owners’ Association. 


The Vice-Chairman is Mr. _ Robert 
Beveridge, Director & Commercial Manager 
of the Scottish Motor Traction Co. Ltd. 


The other members of council are :— 


W. Alexander, Jr. (W. Alexander & Sons Ltd.) 
W. P. Allen (Lincolnshire Road Car Co. Ltd.) 
A. Baynton (East Kent Road Car Co. Ltd.) 
R. W. Birch (Yorksaire Woollen District Transport 
Co., Ltd.) 
P. R. Blake (South Wales Transport Co. Ltd.) 
G. C. Campbell-Taylor (Trent Motor Traction Co. Ltd.) 
W. J. Crosland-Taylor »(Crosville Motor Services 
Limited) 
O. H. Corble (East Midland Motor Services Limited) 
. ne A. Coventry (Western National Omnibus Co. 
td. 
A. G. Dennis, (United Counties Omnibus Co. Ltd.) 
Cc. W. G. Elliff (Hants & Dorset Motor Services 
Limited) 


(Continued on page 393) 
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American Signalling in 1941 


Automatic signalling and centralised traffic control, 
now fifteen years old, are still being extended 


HE official annual statistics of the 
Interstate Commerce Commission, 

U.S.A., concerning signalling changes and 
progress effected during 1941 on American 
railways have now been issued. As with 
certain reports in this country, these 
figures are not now being issued as an 
ordinary publication, but are being made 
accessible to the public through the tech- 
nical journals. They emphasise the trends 
and effects to which we referred in our 
August 14, 1942, issue, page 152. It is 
evident that mobilisation for the Forces is 
bringing to the fore the same problems of 
maintenance, alternative supplies, and the 
conservation of materials as have already 
been experienced in this country and they 
are being energetically attacked. Many 
lines over which comparatively little 
traffic used to pass will be called on to 
convey a large amount and considerable 
signalling apparatus will be needed. The 
large proportion of single line introduces 
special difficulties and C.T.C. methods 
will no doubt find considerable application 
as war traffics develop. 

Increase in Automatic Signalling 

Automatic signalling is now in service 
on 66,423 route and 97,361 track miles, 
an increase of 731 and 902 miles respec- 
tively over the 1941 figures. Power 
operated semaphores are in operation on 
36,726 route miles and light signals on 
28,425 route miles; the remainder are 
equipped with old-fashioned types of 
signal such as the enclosed disc. The 
total number of automatic signalling sec- 
tions fell, however, from 88,102 to 87,099 
due to respacing for better sighting and 
longer braking. distances. Almost all new 
installations have light signals, but a few 
railways, principally operating single lines 
through wooded country with numerous 
curves, still instal the semaphore, as it 
possesses definite advantages under such 
conditions. The electric motor semaphore 
has reached an extraordinarily high degree 
of reliability and is now frequently elec- 
tric approach lighted. The same problem 
that has caused much discussion in other 
countries, namely, whether sighting dis- 
tance should be reckoned when consider- 
ing the effect of a caution indication, or 
whether the latter must be at maximum 
braking distance from the stop signal, has 
been considerably debated and has re- 
sulted in the second method being 
officially recommended. A large mileage 
of signalling does not conform to that 
principle and some _ installations made 
years ago even include signals having no 
approach distant indication. They have 
given good service hitherto but it appears 
that—unless relaxation is allowed as a 
result of the war—extensive alterations 
will be insisted on. A few railways have 
already made them and taken the oppor- 
tunity to modernise their equipment. 

Control circuits are also being modified 
and improved track circuit methods being 
utilised to eliminate cut sections or reduce 
their number. This in turn simplifies 
maintenance in some cases, but not all, 
as more apparatus may be needed at the 
track locations. Spring returned points 
with automatic f.p. locks are finding 
further favour, as the saving in time ob- 
tained at crossing loops is very marked 
with some classes of traffic. The fourth 
aspect is also being increasingly adopted 
where high-speed services operate, but 





there is a lack of uniformity in the forms 
adopted to display it. So-called ‘‘ ton- 
nage ’’ signals, which may be passed 
under caution when indicating ‘‘ stop,’’ to 
avoid re-starting on up gradients with 
very heavy loads, are also increasing in 
popularity. There has been a steady 
growth of automatic signalling since 1910, 
and manual block signalling which in- 
creased until 1915 and varied little for 
some ten years, has been, except for an 
increase in 1939/1940, declining for the 
last 16 years. 


Features of Manual Block Working 

Block telegraph instruments, as under- 
stood in Great Britain, have practically 
never been used in the U.S.A. The Morse 
telegraph was at one time exclusively em- 
ployed for communicating between signal- 
men where plain telegraph block was in 
use and it is still in service on 17,661 
miles of line, but telephones have largely 
superseded it and are used to work 30,605 
miles. Bell and lamp indications are used 
for 225 miles and lock-and-block, which 
may consist of plain track-circuit control 
throughout the section or include some 
form of block instrument, controls 130 
miles. The electric train staff is now used 
only on 47 miles of line. There are 5,451 
block posts in service. There is permis- 
sive signalling for goods trains on 25,000 
miles of track, and even passenger trains 
are so worked on 21,214 miles. A curious 
feature is the use of block working for 
following movements only on 8,637 route 
miles, leaving the dispatching rules to 
cover opposing movements. A _ serious 
head-on collision occurred on February 19, 
1942, at Hypoluxo, Florida, on the Sea- 
board Air Line, on a_ section of line 
operated in this manner, and it is difficult 
to understand why, if telegraph or tele- 
phone block is in use at all, it is not made 
to provide adequate protection for every 
type of movement. The reasons for 
using it for rear-end protection only are 
not apparent to British engineers and 
operating men. The rule book of the Sea- 
board Air Line is stated to provide for 
the control of opposing movement by 
block working, but this part of the rules 
was not in force on the section concerned. 


Cab Signalling and Train Control 

On January 1, 1942, 7,853 route miles 
were equipped with automatic train stops 
or train control, as were 5,380 locomotives 
and 1,190 motor coaches. Cab signals, 
without automatic control, but operating 
in conjunction with ordinary automatic 
signals, ‘were working on 2,717 route 
miles, and 3,242 locomotives and 447 
motor coaches were equipped. The largest 
user of this method is the Pennsylvania, 
with 1,236 route miles, 2,080 locomotives, 
and 334 motor coaches. On nearly 500 
route miles, with 245 locomotives and 
2 motor coaches, this working has A.T.C. 
added to it. Plain cab signalling without 
any fixed lineside signals is found on 
nearly 60 miles of route, and the same 
system but with A.T.C. added on 901 
route miles, 557 locomotives and 90 
motor coaches. Of the last 88 are in 
service on the San Francisco, Oakland 
Terminal lines. There is, of course, a 
certain amount of overlapping of these 
arrangements, due to running powers. 
The largest user of cab signals after the 
Pennsylvania is the Chicago & North 
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Western, with 506 route miles, but it has 
only 317 locomotives fitted. A certain 
amount of speed control is in operation. 


C.T.C. and Power Signalling 

Centralised control is being steadily ex- 
tended and there is no doubt that its 
introduction on the New York Central 
15 years ago marked the beginning of 
one of the most interesting phases of 
American signal engineering, destined to 
have far-reaching effects. At the end of 
last year 2,163 route miles were being 
centrally controlled, with 1,676 power 
points, 4,285 power signals and 2,082 
automatic signals interspersed, compared 
with 1,891, 1,529, 3,904, and 1,826 
respectively at the commencement. It is 
now possible to operate a large mileage 
without train orders, a very desirable aim, 
and there is a noticeable improvement in 
journey times and train crew hours where 
train orders are abolished. There is neces- 
sarily, however, still a very large mileage 
where they are called for and the tele- 
phone is still replacing the telegraph as 
the dispatcher’s medium of communica- 
tion, although not much change was made 
in this respect in 1941. Telephone now 
covers 148,870 route miles and telegraph 
81,441. With one exception, the Minne- 
apolis & St. Louis Railway which has 
telegraph dispatching exclusively on 1,319 
route miles, the lines not using the tele- 
phone for this purpose have small mile- 
ages. A total of 6,742 interlocking instal- 
lations were reported to be in service— 
obviously a small number when the total 
mileage of line in the country is con- 
sidered—of which 393 were purely auto- 
matic and chiefly covered level crossings 
between two lines. Of the power systems 
the electric is the most used, and after 
that the electro-pneumatic. There are still 
five all-pneumatic signal boxes in service. 
Remotely controlled installations total 
438. In spite of the remarkable technical 
development in automatic signalling and 
in other directions there is still a great 
lack of complete interlocking, as under- 
stood in Great Britain, and many impor- 
tant stations, although fully track cir- 
cuited, still have their points locally 
operated and simply fitted with detectors. 
At times electric local locks are added. 

It is expected that many improvements 
that had been planned will not be pro- 
ceeded with in order that materials may 
be available for installations essential to 
improving the capacity of lines serving 
camps and other important establishments. 








The Omnibus Owners’ Association 
(Concluded from opposite page) 

Sidney Garcke, C.B.E. (Aldershot & District Traction 
Co. Ltd.) 

G.W. Hayter (Northern General Transport Co. Ltd. 

S. Kennedy (Thomas Till’ng Limited). 

_R. I. Longman (Wilts & Dorset Motor Services 
Limited) 

A. D. Mackenzie (Southdown Motor Services Limited) 

G. H. Margrave (West Riding Automobile Co. Ltd.) 


O. C. Power (Birmingham & Midland Motor Omnibus 
Co. Ltd.) 
H. G. N. Read (Hebble Motor Services Limited) 
H. |. Robinson (Maidstone & District Motor Services 
Limited) 
B. Smith (Eastern National Omnibus Co. Ltd.) 
‘ 5) R. Soames (Tynemouth & District Transport Co. 
td. 


C. D. Stanley (Caledonian Omnibus Co. Ltd.) 
P. G. Stone-Clark (Southern National Omnibus Co. 


td.) 
Sir William Thomson (Scottish Motor Traction Co. 
td. 
J. H. Watts (Cheltenham District Traction Company) 


Some of the companies are represented 
by their railway-nominated directors, 
such as Messrs. O. H. Corble (L.N.E.R.), 
F. C. A. Coventry (G.W.R.), C. W. G. 
Elliff (S.R.), and’ H. G. N. Read 
(L.M.S.R.). 
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Long-Distance Diesel Railears for the 
Buenos Ayres Midland Railway 


A centre Pullman body and other improvements have been added 


WIN-CAR articulated double-engined 
diesel-mechanical trains in service on 
the Buenos Ayres Midland Railway have 
undergone a number of recent develop- 
ments. These include the introduction of a 
central section or body between the 
original twin coaches. The principle of 
articulation has been adhered to, so that 
only four bogies are required for what, in 
effect, is a three-coach train and vesti- 
buled connections are provided in conjunc- 
tion with centre gangways throughout. 

The first long-distance train thus fitted 
was placed in running service on Decem- 
ber 15, 1940, and was followed in a few 
weeks by a second one of the same kind. 
The bodies were constructed by the 
C.A.T.I.T.A. Company of Buenos Aires, 
and the work was closely supervised by 
the railway company’s inspectors. The 
drawings and photographs reproduced 
show the lay-out of the vehicles and pro- 
vide a good idea of the external appear- 
ance and internal arrangements. 

The modifications and fitting of the 
new central bodies were carried out at 
the Buenos Ayres Midland Railway 
diesel workshops at Puente Alsina and 
consisted of the following :— 

(1) Increased postal space; (2) in- 
creased luggage space; (3) more room for 
each Pullman passenger; (4) additional 
space in the pantry; and (5) suitable 
accommodation for train equipment such 
as telephone, first aid box, a money safe, 
and other items. 

Compliance with these requirements on 
the basis of the existing twin-car forma- 
tion alone would greatly have affected the 
already limited passenger capacity, and 
this reduction of seating accommodation 
from 72 to 47, coupled with the steadily 
increasing demand for one-class_ seats 
together with the limited number of cars 
available, created a difficult situation and 
one which could only be met by adopting 
far-reaching measures. 

It was, therefore, decided that the best 
way to overcome the difficulty created 
by ‘these special circumstances was to fit 
an additional central body between the 
two cars of the train as by so doing it 
would be possible at least to satisfy, if 
not wholly to comply with, the demands 
to be met. Those responsible fully appre- 
ciated the disadvantages of the scheme 
where it affected the power available, 
but the proposal appeared to them as the 
most likely to give generally satisfactory 
results and make it possible to offer an 
acceptable timetable in conjunction with 
increased seating capacity. The details 
of the design, weight of the cars, and 
other particulars are made clear by an 
examination of the accompanying draw- 
ings and performance curve; the latter 
shows the accelerative power of the cars 
as originally built and as altered. The 
seating capacity of the converted triple 
set is 82 passengers, namely 64 one-class 
and 18 in the Pullman section. 

The running speed required between 
stations to comply with the new time- 
table is 73 to 75 km.p.h.—this speed is 
comfortably reached and held at } 
throttle, that is, an engine speed of 1,450 
r.p.m. Some 13 per cent. additional 
time, however, is now required to reach 
this speed; this, of course, is due to the 


greater load to be moved. Some inter- 
esting performance data are :— 
Average fuel consumption of car— 
Before = +» 0-305 kilos a km. 
Now ... ae oe OOD oc * 


0-015 increase, 
or say, increase of approximately 5 per cent. in fuel 
consumption 

Average engine horsepower output— 

Before at «-- 53°Oh.p. 
Now ... ets pars ar oe 

Weight of new body in working order, excluding 
bogie, 6,000 kilos 

Forced draught ventilation through 
the roof with pressure according to speed 
of car, has been introduced experimen- 
tally in the new bodies, and the results 
are said to be encouraging; the aim was 
to create an interior pressure, with the 
object of reducing the dust problem. 
The condition of the engines can be con- 
sidered as an average one as they had 
run 50 per cent. of their allotted time 
between general repairs when the addi- 
tional body was added. A new controller 
unit is being fitted to all the cars and ‘is 
proving successful. 

The running of the first complete unit 
has been very carefully watched and it 
will be seen from the above figures that 
a convenient running speed can be main- 
tained without unduly stressing the en- 
gine or bringing about an abnormal in- 
crease in the fuel consumption. The 
popularity of the B.A.M.R. diesel ser- 
vices with the travelling public has been 
shown by the increasing passenger re- 
ceipts, and the practical advantages of 
the enlargement introduced are stated by 
the General Manager to justify the appli- 
cation of the same measures to the two 
remaining main-line units. Full time- 
table working on this basis would en- 
able the company to offer a maximum 
service on improved lines. 

It was thought that on completion of 
the scheme for adding central sections to 
the two main-line diesel trains it might 
be possible to release one of the other 
twin-car units for work on the local sec- 
tion of the railway where the traffic is 
increasing beyond the capacity of the 
stock available. Quoting again from the 
General Manager’s statement, it has been 
found, however, that this will not be 
possible as even with the extended cars, 
duplicate units have to be run frequently 
to cope with the traffic. Thus the com- 
pany is still faced with the problem of 
the local section traffic which is quite 
beyond the means available at the daily 
peak hours. Failing additional cars which 
could not be received within reasonable 
time, the solution here, for the time 
being, is the addition of central sections. 
The weight of each unit with a normal 
load should not be more than the ex- 
tended main-line cars empty, and 
although the local section working is 
heavier on the engines on account of the 
frequent stops and starts, they should be 
able to stand up to the demands, par- 
ticularly with the addition of an extra 
minute or.two to the timing. By the 
addition of the central bodies to the four 
local section cars, the capacity should be 
increased by approximately 50 per cent. 
It is probable that by now all the cars, 
both long distance and local section, have 
been converted and further details may 
be published at a later date. 
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levation and plan drawing showing coach after the centre section had been added 
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Three-car articulated diesel train as finally arranged 
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TOTAL WEIGHT =34T. 18C.0@. ° MT. 18c. 0a. 
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COACH AFTER COMPLYING WITH ALL DEMANDS 


LONG-DISTANCE DIESEL 
RAILCARS, BUENOS AYRES 
MIDLAND RAILWAY 


(See article on opposite page) 


Above : Elevation and plan drawings 
showing twin coach as originally 
constructed and as altered 


Right: Interior of middle( Pullman) 


section 
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Removing Railways from the Streets of 
Syracuse, U.S.A. 


The railways which for many years entered the 
city at street level have been relocated 


N the early days of American railway construction, long 
I before the modern development of railway transport 
was envisaged, and in particular present-day speeds, it 
was a frequent custom to bring the railway intc the cities 
it street level, like tramways, and some of these street routes 
have persisted until modern times. One of the most railway- 
infested cities in the U.S.A. has been Syracuse, New York 
State, a place of 200,000 inhabitants. For nearly a century 
what ultimately became the main line of the New York 
Central System passed for 1} miles along the centre of Wash- 
ington Street, in the heart of the city, and the obstruction 
to street traffic caused by a succession of passenger trains, 
many of them of 15 cars or more, passing at 10 to 15 m.p.h. 
along this stretch, is better imagined than described. The 
longer its relocation was postponed, the more expensive and 
difficult the work was bound to be. This diversion was first 
seriously mooted in 1899, and planned in 1912, but it was not 
started until 1930, and six years and a total cost of 
£60,000,000 were required for completion; the present high 
level line, 44 miles long, was opened on September 24, 1936, 
and fully described in the December 25, 1936, issue of THE 
Raitway GazettE. A total of 31 bridges and a subway 
(which alone consumed 14,000 tons of steel) were required, 
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and a fine new station on Erie Boulevard, with four island 
platforms, was a part of the scheme. The tracks of the West 
Shore Railroad and the Watertown, Chenango, and Auburn 
branches were included in the work. The new line is carried 
at an average of 20 ft. above the street level, with approaches 
graded at 1 in 330, and except in the centre of the city, 
where the necessity of avoiding excessively costly disturbance 
of property made it necessary to use curves as sharp as 
29 ch. radius, the sharpest curves are of 65 ch. radius or § 
more, so that a fast approach to the station is now possible, 
and express train schedules have been curtailed correspond- 





Open-face concrete cribbing retaining walls; 1} miles of 
the new line are carried on embankment between reinforced 
concrete retaining walls of various kinds 





The relocated Lackawanna double-track railway carried over West Onondaga Street on a 128-ft. span girder bridge ; 
the main girders are mainly of nickel steel, and each weighs 128 tons 





New steel frame and brick and Indiana limestone passenger 
station with aluminium finish throughout 





Special openings provided in abutments of bridges at cross 
roads so as to give a better view of the cross road trafic 
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New York Central express from New York to Chicago passing through 1} miles of Washington Street, Syracuse, 
at 15 m.p.h. before completion of relocation scheme 


ingly. The subway referred to was at South Geddes Street, 
which was sunk into a cutting 800 ft. long between two 
retaining walls, and spanned by three railway bridges. The 
biggest of the overline bridges was that carrying Thompson 
Road—a steel viaduct 1,660 ft. long and at its maximum no 
less than 50 ft. high—as it spans the West Shore tracks at 
the point where they, in their turn, cross the New York 
Central line. The photograph above shows a train on the 
old line in Washington Street, and that on the right the 
present main line. In the street scene an electric tramcar 
is seen at the second turning to the right waiting its turn to 
cross the railway tracks. 

Last of the railways to be raised from street level in 
Syracuse has been the Delaware, Lackawanna & Western, as 
recorded at p. 223 of the February 13, 1942, issue of THE 
RatLway GAzeETTE, and on the opposite page we illustrate 
some of the work involved. This included 23 bridges or 
viaducts; the biggest was the 128 ft; span over West Onon- 
daga Street, flanked by ten 45 ft. spans over adjacent streets, 
and the next inngest a 116 ft. skew span over South Salina 
Street. An interesting feature of the work has been the use 
of nickel steel for weight-reduction purp , but even soa 
total of 5,800 tons of steelwork has been needed for the 
bridges. The new high-level Lackawanna double line is 
2} miles long, and has eliminated 24 level crossings. ‘The 
only lines now left at street level in Syracuse are certain 
electric interurban tramways. 

Another recent railway relocation of ‘a similar description 
was completed in 1936 at London, Ontario, Canada. Actually 
the high-level route had been finished some time before, but 
the completion of the new station, with six platform lines 
and a seventh platform face for parcels traffic, enabled the 
whole scheme to be brought into use. Six underline bridges 
and one overbridge were required in replacement of level 
Crossings, and six other level crossings were abolished. 


The present New York Central elevated main line 
through Syracuse 
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Demolition of an Overbridge on the 
Great Western Railway 


Removal of threé-span arched structure by the 
use of explosive 


. is a comparatively rare occurrence on 
the Great Western Railway for a 
three-span arched bridge to be demolished 
by the use of explosives, but a bridge of 
this kind recently has been dealt with 





plished only by making either a consider- 
able difference in the rail levels of the 
existing and the new tracks, or by remov- 
ing the whole structure. The bridge was 
15 ft. wide and carried a 12 ft. roadway 
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drilled was 140. Each of these was 
charged with 1} oz. of ammonal, and 
before the explosion the tracks were 
covered with sleepers to prevent damage 
to them and also to facilitate the work of 
clearing away the debris resulting from the 
demolition. 


Necessary Precautions 


In demolition work of this kind it 1s 
necessary to give careful consideration to 
the quantity of explosive used and to the 
laying of the charge. In this case the 
debris fell almost within the limits of the 


After stripping and removing the parapet walls and backing over the arches, the bridge 


satisfactorily in this way. Three phases 
of the operation are shown in the accom- 
panying illustrations. The middle span 
of the bridge was built by Brunel, and 
was 30 ft. in width. Its elliptical arch 
spanned the two main-line tracks and 
one of the side arches spanned a. siding. 





The effect of the explosion immediately 
after detonation 


The bridge was originally built in stone, 
but at various times it had been repaired 
with brickwork. 


Alternatives before Engineers 


The crown of the two side spans was 
considerably below that of the centre 
arch, and the construction of new loops 
through the side arches could be accom- 


is charged with ammonal 


between fields on each side of the line. 
The roadway had been closed and demoli- 
tion was decided on as the quickest and 
most satisfactory way of dealing with 
the bridge. This decision was arrived at 
after due consideration of all the factors 
involved and more particularly because 
two good loops were to be constructed, 
one on each side of the main lines. 


140 Holes Drilled 


The work of stripping and removing the 
parapet walls and backing over the arches 
having been completed, a double row of 
1} in. dia. holes at 16 in. centres in the 
crown of each arch were drilled; the depth 
of the holes was two-thirds that of the 
masonry, and the total number of holes 





bridge itself. This can be seen from the 
third illustration on this page, which is 
from a photograph taken within 20 min. 
of the explosion. The piers were taken 
down by hand. If a greater explosive force 
had been used the consequent scattering of 
debris would have hampered considerably 
the work of clearing the permanent way, 
and would have lengthened the time of 
occupation of the line. It is noteworthy 
that in this instance one main line was 
clear for traffic in 14 hr. and the other 
within 2 hr. 

We are indebted to the Great Western 
Railway Magazine for the photographs 
from which the accompanying illustrations 
have been made, and also for the details 
of the manner in which the work was 
carried out 


The fallen debris being cleared. The piers which are shown standing 
were taken down by hand 
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RAILWAY NEWS SECTION 


PERSONAL 


L.N.E.R. APPoINTMENTS 


The L.N.E.R. announces that Mr. R. P. 
Critchley, District Locomotive Superin- 
tendent, Burntisland, has been appointed 
District Locomotive Superintendent, Edin- 
burgh ; and Mr. B. P. Blackburn, Assistant 
District Locomotive Superintendent, Edin- 
burgh, has been appointed District 
Locomotive Superintendent, 
Burntisland. 





Lord Ashfield, Chairman of 
the London Passenger Transport 
Board, is relinquishing the Presi- 
dency of the Advertising Associ- 
ation, and will be succeeded by 
Sir Harold Mackintosh. 





The King has awarded the 
Imperial Service Medal to the 
following employees of the New 
South Wales Department of 
Road Transport & Tramways: 
Messrs. John Ayscough and 
Alphonse Stuart Le Breton ; and 
to Mr. Richard James Rooke, of 
the New South Wales Railway 
Department. 


Mr. R. M. Fairfield, B.Sc., 
A.M.I.E.E., A.M.1I.Mech.E., has 
been appointed Process Man- 
ager of Callender’s Cable & Con- 
struction Co. Ltd. 


Miss C. A. Ault, who, as re- 
corded in our.October 16 issue, 
retired on October 3 from the 
position of Secretary, Great 
Western Railway Ambulance 
Centre, was presented recently at 
Paddington with a gold wrist 
watch by Sir James. Milne, 
General Manager, Great Western 


Railway, on behalf of officers Photo} 


and staff of the London Divi- 
sion associated with the ambu- 
lance movement, including 
members of the 37th Division, 
St. John Ambulance Brigade. 
Miss Ault has been a member 
of headquarters committees of the 
Order of St. John, and her work was recog- 
nised by admission, in 1929, to the order, 
as a Serving Sister. Sir James Milne, in 
making the presentation, said that there 
was great regret at the close of her ser- 
vices with the company. He thanked her 
for her long and valued help, and ex- 
pressed the hope that she would be happy 
in her well-earned retirement, with the 
good fortune never to need first-aid services. 
Miss Ault was presented also, at the 
company’s emergency headquarters, with 
a handbag and currency notes by Mr. H. 
Adams Clarke, Chief Staff & Establish- 
ment Officer, Great Western Railway, on 
behalf of the officers and staff of the 
General Manager’s and Staff & Establish- 
ment Offices and the Central Ambulance 
Committee. Afterwards, Mr. G. S. 
Hodder, Divisional Ambulance Secretary, 
Bristol, supported by Mr. W. J. Waite, 
Divisional Ambulance Secretary, Wor- 
cester (the senior Divisional Secretary), 
presented Miss Ault with a dinner service, 
fountain pen, and book, on behalf of the 
Divisional Ambulance Secretaries. 


Mr. John Marchbank, General Secre- 
tary of the National Union of Railway- 
men, who is to retire at the end of the 
year, was born at Lambfoot, Dumfries, in 
1883. At the age of 18, after holding 
other non-railway jobs, he became a porter 
in the service of the Caledonian Railway 
Company at Beattock. He left the rail- 
way and joined the Dumfries County Con- 
stabulary, but later re-entered the service 
of the Caledonian Railway Company as a 





Mr. John Marchbank 


General Secretary, National Union of Railwaymen, 


who is retiring at the end of the year 

shunter at Buchanan Street Station, Glas- 
gow. He joined the Amalgamated Society 
of Railway Servants in 1906; was a mem- 
ber of the Executive Committee of the 
N.U.R. from 1916-18, and President of 
that body from 1922-24. Mr. Marchbank 
became Assistant General Secretary of 
the N.U.R. in 1925, and in 1933 was 
elected a Member of the Trades Union 
Congress General Council. In 1933 he was 
appointed General Secretary of the 
N.U.R. He became a Member of the 
London & Home Counties Traffic Advi- 
sory Committee in 1933; of the Transport 
Advisory Council (Road & Rail Traffic 
Act) in 1934; of the Railway Employ- 
ment Safety Appliances Committee in 
1934; and of the Standing Committee on 
Mineral Transport in 1934. Since 1935 he 
has been Vice-President of the _ Inter- 
national Transport Workers’ Federation. 
He was elected Vice-Chairman of the 
National Council for the Omnibus 
Industry in June, 1940. 





We regret to record the death on Octo- 
ber 10, at the age of 64, of Lt.-General 





Sir J. C. Ward, K.B.E., CM.G., C.LE., 
D.S.O., who was Director-General, Iraq 
State Railways, 1936-39. General Ward 
commenced his career in the then Royal 
Indian Marine in 1899. He was seconded 
to the Bengal Government in 1914 as 
Deputy Port Officer & Shipping Master, 
Calcutta, but in the next year was ordered 
to Mesopotamia (Iraq) and appointed 
Marine Transport Officer, Base, and Con- 
troller, Native Craft. In 1916 he became 
Director of River Transport, and 
then, later in the same year, was 
seconded to the Royal Engineers 
and appointed Deputy Director, 
Inland Water Transport ; he was 
promoted to officiate as Director 
in 1918. He was appointed Port 
Director, Basra, in 1919, and was 
made Director-General of Navi- 
gation, Iraq, in 1922. Two years 
later he became also Director- 
General of Dredging Operations, 
and, in 1936, in addition to 
his other duties, was appointed 
Director-General, Iraq State Rail- 
ways. General Ward was created 
K.B.E. in the Coronation Honours 
List, 1937. 

Mr. R. W. Birch has been 
elected Chairman of the Rhondda 
Transport Co. Ltd., in succession 
to Mr. H. T. Barnett, who has 
resigned the chairmanship on 
medical advice but retains his 
seat on the board. 








Mr. J. £. Wills has been 
appointed Chairman of East 
Midland Mcior Services Limited, 
in successicn to Mr. S. Kennedy, 
who has re: gned from the board. 
Mr. R. P. Beddow has been 
appointed a Director. 





We regret to record the death 
on October 7, at the age of 65, 
of Mr. S. Sullivan, Engineer in 
Charge of the Construction Sec- 


(Lafayette tion, Traction Sales & Engi- 


neering Department, British 
Thomson-Houston Co. Ltd., the 
staff of which he joined in 1901. 
He was in charge of all traction 
wiring and erection work from 
1903 until his death, and during 
this period he erected B.T.H. equipment 
supplied to a large number of railway and 
tramway companies. 





Mr. George Kettlewell has been elected 
a Director, and appointed General Manager, 
of Jonas Woodhead & Sons Ltd. 





We regret to record the death at Bath 
on October 12, at the age of 79, of Sir 
Saxton William Armstrong Noble, Bt., 
F.S.A., the second son of the late Sir Andrew 
Noble, Bt. He joined the board of directors 
of Sir W. G. Armstrong Whitworth & Co. 
Ltd. in 1915 on the death of his father and 
became a managing director. Sir Saxton 
succeeded to the baronetcy on the death 
of his elder brother in 1937. In 1891 he 
married Celia Brunel James, daughter of 
the late Mr. Arthur James of Eton College, 
and a granddaughter of Isambard King- 
dom Brunel. Lady Noble is the author of 
an admirable book entitled ‘‘ The Brunels, 
Father and Son”’ dealing with the lives 
and work of I. K. Brunel and his father 
Sir Mare Isambard Brunel; this was 
reviewed in our issue of July 15, 1938. 






















































































anssi g] s4aquaidag sno ui pasvaddn *aa1q6wmos0] %-9-% U01-QOE P 
Aq paynoy ‘urs, auljupasys $14} fo maia quo) if “4Dal ay? moat pamaia sp ‘wmasXg posquar) ysoK MANT 9Y2 fo ssasdxy amg asiduy ay 











- 
4 


GAZETTE 


ee 
By 
& 
~ 
~ 
A 


‘4 


THE 













































September 16 tissue 


appeared in our 


a ae 


a 300-ton 4-6-4 locomotive, 


i i el 


4 vue 


The Empire stave Express 





October 23, 1942 





THE RAILWAY GAZETTE 


TRANSPORT SERVICES AND THE WAR—162 


Civilian Air Raid Casualties in 
September 

The Ministry of Home Security has 
announced the following figures of civilian 
casualties due-to air raids in the United 
Kingdom during the month of September:— 
Killed (or missing, believed killed) ena wv ae 
Injured and detained in hospital ... oe ice ae 
The casualties are classified as follow :— 
Men Women Under 16 

Killed (or missing, believed 


killed) ae a 79 41 
Injured and detained in 
hospital ... wee eS 83 37 


Further Motorcoach Withdrawals 

Although the new travel restrictions 
envisaged in the Ministry of War Trans- 
port’s announcement on September 6 pro- 
vided for the discontinuance of long- 
distance motorcoach services by the end of 
September, the steps necessary to replace 
operations on routes serving rural areas 
which would otherwise be isolated, have 
resulted in some cases in the retention until 
now of certain of the long-distance coaches 
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National newspaper advertisement of 

the British Omnibus Companies Public 

Relations Committee regarding the with- 
drawal of long-distance services 


Most of these problems have now been 
settled, however, and decisions of the Scuth 
Western Regional Transport Commissioner 
(the one principally affected) were brought 
into effect on Saturday last (October 17). 
The motorcoach services which ran for the 
last time on that day were mainly the 
remainder of the Royal Blue Services and 
those of Associated Motorways. 

In addition, since the publication of our 
lists at page 329 of our October 2 issue, 
further information has come to hand about 
such motorcoach suspensions. The follow- 
ing tables (showing in parentheses the dates 
of the last journeys) bring the matter up-to- 


date and include notés of some of the 
alternative provisions which have been 
made in special cases :— 


Royal Blue Services 
London—Salisbury—Exeter—Plymouth (October 17) 
Bournemouth—Exeter (October !7) 
Bournemouth—Taunton—llfracombe (October !7) 


Associated Motorways 

Swansea—Neath—Aberdare—Merthyr—Tredegar— 
Abergavenny—Monmouth—Cheltenham (October 17) 

Swansea—Neath—Port Talbot-—Bridgend—Cardiff 
Newport—Chepstow—Cheltenham (October 17) 

Treherbert—Tonyoandy—Porth—Pontyoridd—Black- 
wood—Pontypool—Monmouth—Cheltenham (October 
17) 

London—Uxbridge—High Wycombe—Oxford—Wit- 
ney—Burford—Cheltenham (October !7) 

London—Slough—Maidenhead — Henley — Oxford 
Witney—Burford—Cheltenham (October 17) 

London—Slough—Maidenhead—Reading-—Wantage 
Lechlade—Fairford—Cirencester—Cheltenham (Octo- 
ber 17) 

Exeter—Taunton—Bridgwater —Weston-super-Mare 

Bristol—Cheltenham (October 17) 

Bournemouth—Blandford—Shaftesbury—Warminster 
—Trowbridge—Bath~—Stroud—Cheltenham (October 
17) 

Portsmouth— Fareham—Southampton — Salisbury 
Amesbury—Pewsey—Marlborough — Swindon — Ciren- 
cester—Cheltenham (October 17) 

Bristol—Bath — Bradford-on-Avon — Warminster — 
Salisbury —Southampton—Fareham—Portsmouth (Octo- 
ber !7) 

Bristol — Bath — Frome — Warminster — Salisbury— 
Ringwood-——Bournemouth (October 17) 

Birmingham—Leamington-——-Banbury—Oxford—New- 
bury—Andover—-Winchester—Southampton—New Mil- 
ton—Bournemouth (October 17) 


United Counties Omnibus Co. Ltd. 
London—High Wycombe—Oxford (September 30) 


South Midland Motor Services Limited 
London—Henley—Oxford (September 30). 


Aldershot & District Traction Co. Ltd. 

London— Egham—Camberley—Farnborough — Alder- 
shot—-Farnham (September 29) 

Local bus services have been strengthened over various 
sections 


Eastern National Omnibus Co. Ltd. 

From September 30 the Chelmsford—Brentwood— 
Bow service was curtailed so as to operate between 
Chelmsford and B-entwood only, with the exception of 
a few peak hour journeys which are extended to Rom- 
ford for season ticket holders only. Various journeys 
terminating in Brentwood connect with trains at Brent- 
wood Station. 


City Coach Co. Ltd. 

Since September 30 the Kentish Town—Southend 
service has been discontinued as a through roite, but 
three sections are working, namely, Wood Green— 
Romford ; Brentwood—Wickford ; Wickford—South- 
end. The sections Kentish Town—Wood Green, and 
Romford—Brentwood, have been withdrawn with the 
exception of two Wickford—Romford workmen's 
journeys. There are no through bookings between the 
two portions meeting at Wickford. The London 
Transport Romford—Brentwood local bus service has 
been strengthened. 


Beacon Motor Services 

London—East Grinstead—Crowborough. Suspended 
from September 29 between London and East Grinstead. 
The East Grinstead—Crowborough section continues, 
and connects at East Grinstead Station with trains to 
and from Victoria. 


Birch Bros. Ltd. 

London—Hatfield—Hitchin—Bedford—Rushden ser- 
vice curtailed from Wednesday, September 30, at 
Hatfield Station (London—Hatfield withdrawn). In 
addition, there are certain limitations regarding through 
bookings between the termini of the service, so that 
passengers boarding vehicles south of Hitchin may not 
ride north of Bedford and vice versa. 


Weston, Clevedon & Portishead 
Railway for Salvage 


The Ministry of Works & Planning has 
arranged with the Ministry of War Trans- 
port and the Great Western Railway to 
take for scrap the Weston, Clevedon & 
Portishead Light Railway. Demolition has 
already begun. It is estimated that more 
than 1,600 tons of metal will be collected. 
In addition, 15,000 sleepers will be available 
for use as foundations for aerodrome run- 
ways and cart roads or factory sidings. 
Everything on this 14}-mile standard-gauge 
single-line railway, with its 17 intermediate 
stations and 14 level crossings, will be 
recovered to play some part in the war 
effort. The salvable material includes 
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NOTICE 
[OF ADDITIONAL 
PORT CHARGES 


ON THROUGH AND PORT TO 
| PORT RATES FOR THE CONVEY- 
) ANCE OF MERCHANDISE AND 
| LIVESTOCK BETWEEN GREAT 
BRITAIN AND EIRE 


The Railway Companies and Steamship Companies 
trading between Great Britain and Eire give 
NOTICE that in consequence of the increase by the 
Waterford Harbour Commissioners of charges made 
by them on merchandise and livestock traffic passing 
through the port of Waterford, port charges as 
under additional to the through and port to port 
rates for the conveyance of such traffic by Goods 
and Passenger train services, will be raised on 
|| and from Ist October, 1942 :— 


ADDITONAL FORT OnahG 


MERCHANDISE TRAIN TRAFFIC (except Livestock)  - 3s. Od. per ton 





1 PASSENGER TRAIN TRAFFIC (except Livestock) - Id. per cwt 
| LIVESTOCK TRAFFIC — 

Horses - . ° . ° : - - 2s. Od. per head 
| Cattle - - - - . ° ‘ * 9d 

| Sheep. Lambs, Goats or Pigs - - - 2. 








Poster announcement of the Railway Executive 
Committee 


rails, sleepers, fishplates, dogs, under- 
bridges, signal apparatus, point switching 
gear, water tanks, and even the 17 small 
‘shed ”’ stations with their sheltered wait- 
ing rooms. This railway was not one of 
those included in the Railway Control 
Order of September 1, 1939, under which 
the Minister of Transport took control of 
the main railway systems of Great Britain. 
All classes of traffic were discontinued at 
the close of business on May 18, 1940, 
Subsequently the line and its rolling stock 
passed into the hands of the G.W.R. 


Cheap London Fares Withdrawn 

One of the many restrictions introduced 
for this winter by direction of the Ministry 
of War Transport is the discontinuance 
from October 5 throughout the railway 
system of ordinary cheap day tickets and 
cheap tickets for various classes of pleasure 
travel. Corresponding withdrawals were 
made by the London Passenger Transport 
Board in respect of its road vehicles a week 
later. The following classes of tickets have 
not been issued since October 11 :— 

is. day tickets available for unlimited travel on trams 
and trolleybuses within a specified area ; issued after 
10 a.m. on weekdays, and all day on Sundays and public 
holidays. 

6d. evening tickets available for unlimited travel on 
trams and trolleybuses in one or other of two specified 
areas ; issued after 6 p.m. on Mondays to Fridays only, 
public holidays excepted. 

6d. child's day tickets, corresponding with the Is. 
tickets for adults. 

9d. ordinary return tickets available in certain areas 
on buses, trams, and trolleybuses. (These have been 
withdrawn from buses and trolleybuses, but continue 
to be issued on trams.) 

The ls. day tickets issued to the Forces 
remain in operation. 


Bus Curfew in the North 

Beginning on November 1, all bus 
services for the general public in the North- 
Eastern Regional Area, will cease running 
at 9 p.m. Sunday services will not operate 
before 1 p.m. Trams will continue to run 
on Sunday morning and after 9 p.m., but 
the Ministry of War Transport is consider- 
ing bringing them into line with the buses. 

From Saturday, Novemter 14, in the 
area of the North Midland Commissioner, 
substantial cuts in bus services are being 
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made and the last journey in all large 
towns will be 9 p.m., and in smaller towns 
8 p.m. Sunday services will not begin 
until 1 p.m. Special services for workers 
will continue. 

In Scotland, from the beginning of 
December, any buses running after the 
hour of curfew will cater for priority pass- 
holders only; the general public will not 
be carried even if there is accommodation. 
Curfew hour has been fixed at 10.30 p.m 
on weekdays (10 p.m. on Sundays) for 
Edinburgh, Glasgow, Aberdeen, and Dun- 
dee ; in smaller towns it will be 10 p.m. on 
weeknights, and 9.30 p.m. on Sundays; in 
rural districts the hours are 9.30 p.m. on 
weeknights and 9 p.m. on Sundays. 


Road Traffic Curtailment in France 

Passenger traffic by public buses in pro- 
vincial France is to be cut 25 per cent. from 
November 1 in view of the deteriorating 
position regarding rubber tyres, motor fuel, 
and lubricants. 


Wagon Loading in Italy 

The Italian State Railways have now 
issued instructions for loading wagons above 
the scheduled capacity. The general rule 
is that Italian wagons may carry an over- 
load of 10 per cent., and foreign wagons 
5 per cent., with the proviso that the over- 
load of German wagons may not exceed 
2 tons, and that of other foreign wagons 
1 ton. Italian wagons may not be loaded 
so as to exceed 32 tons total weight, wagon 
and load. There are few exceptions. An 
extra overload is permitted on the Italian 
newest stock which may carry loads up to 
the total limit of 32 tons; in some cases 
this amounts to nearly 4 tons overload. 


Electric Vehicles in Germany 

In order to save liquid motor fuels, and 
facilitate the use of electrically-operated 
road vehicles, Germany is proposing to 
construct a network of battery-changing- 
and-charging stations in the larger cities. 
Special battery units would be designed so 
that one unit will operate a lorry of 1 }$-ton 
capacity and two units lorries up to 3 tons. 
Approximately 22,000 electric motor 
vehicles were operating in Germany on 
January 1 of this year, mainly in the large 
cities. Many were publicly owned, such as 
postal lorries and vans, trolleybuses, and 
parcels delivery vans. 

Reichsbahn Salvage 

With a view to salvaging metals and 
other materials from old low-tension 
electrical equipment, the Reichsbahn estab- 
lished a special works at Kassel. Cheap 
labour for this work, which can be done 
only by hand, is supplied by convicts from 
local prisons. Considerable quantities of 
salvaged materials are obtained. It is said 
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Railway station at Tananarive, the centre of the main railway system of Madagascar.* It is 
understood that all the railways of the country are now in Allied hands 


that 100 tons of unusable electric cables 
yield about 98-65 tons of various materials, 
including an average of 38-75 tons of lead, 
33 tons of steel scrap, 10-6 tons of copper 
wire, 4-25 tons of jute, and 1-3 tons of 
rubber. Between 2,100,000 and 2,400,000 
unserviceable electric bulbs are annually 
supplied to the Kassel works by the Reichs- 
bahn, it is stated. Bulbs yield nickel and 
wolfram, in addition to copper. It is 
stated that 2,086 tons of iron scrap, 1,683 
tons of lead, 1,370 tons of copper, 132 tons 
of zinc, 353 tons of jute, and 143 tons of 
rubber, have been salvaged at the Kassel 
works since 1937. It is not known whether 
the plant survived the recent R.A.F. raid 
on Kassel. 


New Zealand Railways and the War 

Copies have just reached this country of 
the Railways Statement relating to the 
financial year ended March 31, 1942, made 
by the New Zealand Minister of Railways. 
In this he observes that both on the pro- 
duction side and in its fundamental sphere, 
namely, the maintenance of transport 
services, the contribution of the New Zea- 
land Railways to the Dominion’s war 
effort has been particularly comprehensive. 
The department’s well-maintained and 
well-equipped workshops’ establishments 
and operating plant have enabled it to 
meet, efficiently and expeditiously, all 
calls made upon it as a result of the ex- 
pansion of national productive activities 
and the carriage of military personnel and 
war supplies. The manufacturing facilities 


of the railway workshops are being used 
increasingly for the production of war 
materials, and a wide diversity of munitions, 
ranging from universal carriers, beaver- 
ettes, Bren-gun carriers, trench mortars, 
and casings for bombs, to such smaller 
items as camp-kitchen utensils, are being 
produced on an _ ever-increasing scale. 
Nearly one thousand of the workshops 
staff of skilled artisans and technicians 
are now engaged exclusively on munitions 
work. Many of these members are working 
long hours daily and at week-ends in order 
that defence orders may be fulfilled to 
schedule. 

The. transport of troops and their equip- 
ment during the year has thrown a heavy 
burden on the department’s operating- 
plant and resources, and has aggravated 
an already very difficult staffing position. 
During the twelve months under review no 
fewer than 2,176 special trains were made 
available for the conveyance of approxi- 
mately 1,250,000 members of the Armed 
Forces.. These special trains were provided 
without the necessity of cancelling or 
curtailing any of the regular timetable 
services available to the public, and were 
scheduled during a year of record freight 
traffic, much of it primary produce for 
overseas despatch which required rapid 
rail transport to main ports in order to 
keep shipping moving during the still 
critical stages of the battle of the oceans. 

Associated with the movement of troops 
by rail has been the provision of meals, the 
department’s provedoring services having 





A long German military-traffic train on an electrified section of the Reichsbahn, which has upwards of 2,000 route miles worked by electric traction. 
Note extensive use of four-wheel low-sided wagons with loads proected by removable vertical side and end battens ; these general service freight wagons were 
illustrated at page 387 of our issue of October 17, 1941 
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been availed of extensively to provide set 
meals and light counter refreshments to 
members of the Armed Forces undertaking 
journeys by rail. The result was the 
highest revenue in the history of the cater- 
ing branch of the service and a great strain 
on a staff-depleted by war conditions. 

In addition to the services rendered by 
members of the railways staff in connection 
with the foregoing activities, 5,935 em- 
ployees have been released for service with 
the.armed forces, while a further 141 have 
been loaned to outside organisations engaged 
on works of national importance. Further 
depletion of the staff establishment may be 
expected as the war continues, and addi- 
tional personnel are released for military 
service from time to time. Appeals by the 
department for the retention in their civil 
occupation of trained personnel have been 
reduced to the minimum consistent with 
the urgent need for maintaining railway 
supply and transport services. Large 
numbers of temporary male _ workers, 
women, and in recent months retired rail- 
waymen, have been recruited to replace 
those members of the staff who are now 
serving with the defence forces. A recent 
innovation has been the employment of 
women on portering duties, an experiment 
which has given satisfactory results and is 
now being extended to all main railway 
centres. 

Eliminating Stops in the U.S.A. 


It is reported that 896 bus and tram 
stops in Louisville (approximately one- 
third of the total) are being eliminated in 
order to accelerate the services and secure 
greater use of the limited rolling stock 
available. Trams have been restored on 
the Market Street service, where the track 
was still in position, and the trolleybuses 
which had recently replaced the trams 
have been transferred to another route 
(Walnut Street) to strengthen the service, 
as the tram lines had actually been removed 
here. 

Bus stops on all regular services operating 
in New York City were curtailed drastically 
on June 28. Buses now stop generally 
every four blocks instead of every two. 

These changes are a further indication 
of the widespread movement towards the 
reduction of urban traffic stops to which 
we have drawn attention On a number of 
occasions. 


Canadian Tank and Refrigerator 
Wagons 

The Canadian Transport Controller issued 
orders with effect from August 10 con- 
cerning quicker turn-round of tank wagons 
and increased restrictions on the use of 
refrigerator wagons; he said that both 
types of rolling stock must be utilised to 
the best advantage, as it was unlikely that 
any further building would take place in 
that direction during the war. Consignees 
of tank wagons are required now to dis- 
charge them at destination within 24 hours 
of their arrival (wagons containing liquid 
petroleum and certain gases form an excep- 
tion to this rule). When the product, in 
the tank is of such viscosity as to require 
steaming, a steam connection must be 
made immediately dn arrival: the period 
of 24 hours commences from the end of 
the steaming operation. Consignees are 
required to notify the railway company as 
soon as the wagon isempty. It is necessary 
for a consignor, immediately after despatch, 
to advise the consignee of the date, the 
wagon number, and the route. The rail- 
ways have been instructed to report cases 
of wagons being held up unduly, in which 
the latter has been caused by negligence : 
repetition of such an occurrence may result 
in the offender being deprived of further 
use of tank wagons. The Transport Con- 
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troller stated that use would have to be 
made of box or stock wagons in cases where 
refrigerator wagons were not available. 


The War and Argentina 


In a letter from our correspondent in 
Argentina (see page 391) various refer- 
ences are made to the incidence of world 
war conditions on the railways of that 
country. 


Petrol Restrictions in Argentina 

As from September 1, the sale of petrol 
to private motorcar owners was restricted 
to working days. This means that petrol 
is sold on Saturdays, Sundays, and _holi- 
days only to the public transport services 
and to those engaged on emergency 
errands. In addition, the road transport 
companies have been ordered to suspend 
their services for one day a week. The 
circulation of taxicabs will be controlled, 
as will the timetables of buses and 
colectivos, to reduce their services by 
approximately 15 per cent., without un- 
necessarily interfering with their normal 
operations. It was stated officially that 
the object of these measures was to 
economise petrol in order to ensure a 
sufficient supply for the use of agricul- 
tural machinery during the harvest; the 
minimum amount required for this pur- 
pose was estimated at some 60,000,000 
litres. 


The Southern Argentina Highway 
Although Buenos Aires is the terminus of 


the great road scheme called th: i an- 
American Highway, it has long been 


envisaged that eventually a through route 
would be provided from Alaska to Pata- 
gonia. Southward of Buenos Aires there is 
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Sketch map of the territory served by the Southern 
Argentina Highway 


already a road to Punta Arenas (Chile), the 
southernmost city in the world. This road 
is approximately 1,985 miles in length and 
passes through Southern Argentina, except- 
ing for a section of about 100 miles which 
runs from Rio Gallegos across the border of 
Chile to Punta Arenas. Already, this road 
may be used all the year round, but in 
southern areas it is not recommended for 
pleasure travel. During the South Ameri- 
can summer months between October and 
March, dust and heat make travel un- 
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pleasant, and in the winter, mud, rain, 
snow, and washouts often cause delays and 
necessitate detours. The road is paved 
only from Buenos Aires southward to the 
City of Bahia Blanca. Rock and other local 
road-surfacing materials are scarce in the 
region through which the highway passes, 
and south of Bahia Blanca only part is 
hard-surfaced and most of it is dirt-surfaced. 

Few travellers make the trip in their own 
motorcars. The usual method of traversing 
this route is to travel by evening sleeper 
trains which leave Buenos. Aires twice a 
week and arrive the next morning at San 
Antonio in the State of Rio Negro, a distance 
of about 680 miles. From this point south- 
bound buses run twice a week along the 
highway, and their departures are timed to 
meet this train. The journey by bus from 
San Antonio to Punta Arenas takes 6 days 
and covers about 1,300 miles. Two north- 
bound trips are also made every week, and 
these also take 6 days from Punta Arenas 
to San Antonio. Actually, the Argentine 
bus terminates its run at Rio Gallegos, but 
a connecting bus picks up the passengers 
and mail for the remaining 100 or so miles 
to Punta Arenas and the Strait of Magellan ; 
this short section of highway from Gallegos 
to Punta Arenas is hard-surfaced. 

The Strait of Magellan, on which Punta 
Arenas is situated, was used as a refuge by 
German commerce raiders during the last 
war, as it was then difficult for the Allied 
Navies to patrol. It is understood that the 
Argentine and Chilean Governments, acting 
jointly, have taken substantial measures to 
prevent such use by the Axis Powers in this 
war. 


The Pan-American Highway in Brazil 


An isolated section of the Pan-American 
Highway, the strategic importance of which 
has increased enormously during the past 
few weeks, is that on the south-east coast of 
Brazil. As shown on the map which we 
reproduced at page 569 of our May 15 issue, 
the main Highway terminates at Buenos 
Aires, but there is an important feeder 
linking Montevideo with Rio de Janeiro. 
Most of this feeder is in Brazil and the 
length from the Uruguay-Brazil border to 
Rio is 2,313 km. (1,437 miles). Of this, 
655 miles are paved, mostly at the northern 
end from Rio through San Paulo to Curityba, 
and this is in constant use. The remaining 
portions, totalling approximately 800 miles, 
provide practically an all-weather route. 
This highway, running roughly from north- 
east to south-west, begins in the Federal 
district and crosses the states of Rio de 
Janeiro, San Paulo, Parana, Santa Catarina, 
and Rio Grande do Sul. In the last-named 
state it meets the Uruguayan stretch on 
the far side of the Jaguarao River. Much 
of the highway was built by the Brazilian 
Army Engineering Service (Servico de 
Engenharia do Exercito), and the rest by 
the Brazilian National Highways Depart- 
ment (Departmento Nacional de Estradas 
de Rodagem). Over its whole length, the 
highway is now open to traffic. 

To reduce distances, the Federal Govern- 
ment is building an alternative route which, 
leaving Vacaria, in the State of Rio Grande 
do Sul, goes as far as Sad Leopoldo in the 
same State. The present distance by road 
between these two cities is 200 km. (125 
miles), but the new road will reduce this by 
about half. By March last, the work on the 
new route had already gone forward as far 
as Caxias, halfway between the two cities. 
Another by-pass designed to reduce the 
length of the Pan-American Highway by 
about 300 km. (186 miles) is the one con- 
necting Curityba, in the State of Parana, 
with Lages, in Santa Catarina. This is in 
the hands of the Army Engineers. 
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Questions in Parliament 


Petroleum Board Profits 

Mr. R. R. Stokes (Ipswich—Lab.) on 
October 13 asked the Minister of Fuel & 
Power whether he had yet any statement to 
make regarding the disposal of profits made 
by the Petroleum, Board. 

Major G. Lloyd George (Minister of Fuel 
& Power): Agreement has been reached 
with the Petroleum Board on several points, 
including the rate of return on the capital 
employed which has been fixed at 74 per 
cent. The main question outstanding is 
the valuation of the capital on which the 
return of 74 per cent. will be payable, and 
this valuation raises difficult questions of 
accountancy. I expect agreement on these 
to be reached very shortly. 

Mr. Stokes inquired whether the Minister 
would be able to make a statement to the 
House in the near future as to the capital 
employed in the business, so that the House 
might judge whether the 7} per cent. was 
fair or not. Without knowledge of the 
capital employed, the figure meant nothing. 

Major Lloyd George replied in the 
afthrmative. 


Humber Bridge Scheme 

Mr. D. J. K. Quibell (Brigg—Lab.) on 
October 13 asked the Parliamentary Secre- 
tary to the Ministry of War Transport, 
whether any action was being taken by his 
department to further the proposal by the 
local authorities concerned to proceed with 
the construction of the proposed Humber 
Bridge as part of a post-war policy of 
development and reconstruction, especially 
in view of the fact that the scheme received 
favourable consideration of the Parlia- 
mentary Committee which sat to consider 
the details of the Bill. 

Mr. P. J. Noel-Baker (Joint Parliamen- 
tary Secretary, Ministry of War Transport) : 
If the local authorities concerned submit 
proposals to me again I shall be glade to 
consider them in the light of the probable 
conditions in which they may have to be 
carried out. 


Road Haulage Scheme 

Sir Joseph Nall (Manchester, Hulme—C.) 
on October 13 asked the Parliamentary 
Secretary to the Ministry of War Transport 
if he would give an assurance that in any 
proposed modification of the Government’s 
Road Haulage Scheme no preferential treat- 
ment would be accorded to, nor any mono- 
polistic position conferred on, any particular 
transport undertakings or class of under- 
takings 

Mr. P. J. Noel-Baker, in a _ written 
answer, stated: Any modifications of the 
Road Haulage Scheme which may be made 
will be designed to promote the national 
war effort and not to serve the interests of 
particular undertakings or classes of under- 
takings. 


Workmen’s Fares in London Area 

Mr. G. A. Isaacs (Southwark North— 
Lab.) on October 13 asked the Parliamen- 
tary Secretary to the Ministry of War 
Transport whether he would consider an 
extension of time for the issue of workmen’s 
tickets in the London Transport Area until 
8.30 a.m. to ease the pressure on vehicles 
arriving at the London termini by 8 a.m. 
and make a practical step towards avoiding 
workmen wasting time in getting to their 
employment. 

Mr. P. J. Noel-Baker wrote in reply: I 
would refer Mr. Isaacs to the reply which I 
gave to Mr. W. Thorne (Plaistow—Lab.) on 
June 30 in which I explained that this pro- 
posal had been given careful consideration 
but that it had not been adopted, because it 
would be likely to increase the pressure at 
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peak hours and to cause undesirable diver- 
sion of traffic. 


First Class Compartments 

Mr. J. Tinker (Leigh—-Lab.) on 
October 14 asked the Parliamentary Secre- 
tary to the Ministry of War Transport, if 
he had any statement to make respecting 
first class and third class railway travelling 
so as to remove the distinction between the 
two which was causing trouble and incon- 
venience at the present time and preventing 
the full use of seating accommodation. 

Mr. P. J. Noel-Baker: Mr. Tinker is, no 
doubt, aware that first class accommodation 
has been withdrawn in many areas for short 
distance travel. The reasons for its main- 
tenance on long distance trains still hold 
good. On the whole, I consider that the 
present arrangements are working well, and 
I have not received any evidence which 
supports Mr. Tinker’s suggestion that full 
use is not being made of the available seating 
accommodation on the trains. 

Mr. Tinker said Mr. Noel-Baker’s experi- 
ence was not like his. He travelled pretty 
frequently backwards and forwards to 
London and he saw the difference between 
first and third class compartments. If the 
first class accommodation was fully utilised 
one could agree with the Parliamentary 
Secretary but it was not. i 

Mr. Noel-Baker said that if Mr. Tinker 
could send him evidence of the non- 
utilisation of any first class accommodation 
he would have it looked into. It wasa very 
difficult matter but he thought that in very 
difficult circumstances the railway staff were 
doing pretty well. 

Viscountess Astor (Plymouth, Sutton— 
C.) said that when she had taken a first 
class ticket she had never travelled with less 
than six or eight people, sometimes ten, in 
the compartment, and the first class accom- 
modation had been fully used. 


Travel Facilities in Essex 

Mr. R. Sorensen (Leyton West—Lab.) on 
October 14 asked the Parliamentary Secre- 
tary to the Ministry of War Transport what 
was the time that should elapse between 
motorcoaches or buses arriving from Lon- 
don and Romford and leaving Romford for 
Brentwood and Chelmsford; whether he 
was aware that motorcoaches emptied of 
passengers at Romford proceeded to and 
from Brentwood without passengers ; 
whether instructions would be given that 
passengers could travel on all empty motor- 
coaches going to and from their Brentwood 
depot ; and whether he was satisfied that 
reasonable connections now existed at these 
and other parts of Essex, respecting the 
various services and that no cases existed 
of timetables that did not synchronise 
arrival and departure services. 

Mr. P. J. Noel-Baker: Coach services 
that formerly made through journeys from 
London to Chelmsford and from London to 
Southend have been broken at Brentwood 
and Romford at off-peak hours. This was 
done to divert traffic from road to rail. 
Through services continue for workers dur- 
ing the peak hours. During the peak hours 
the service between Romford and Brent- 
wood is run at intervals of less than 10 min. ; 
at other times the intervals are 15 min. 
I am aware that some motorcoaches at 
present travel from Romford to their 
Brentwood depot without passengers. I 
am considering whether it is possible to 
eliminate these journeys. I am satisfied 
that, if both road and rail facilities are 
taken into consideration, there are reason- 
able travel connections at Romford, Brent- 
wood, and elsewhere in Essex. If Mr. 
Sorensen has in mind places where he thinks 
that such connections do not exist, I will be 
grateful if he will send me particulars. 
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Mr. Sorensen asked if the Parliamentary 
Secretary was considering sympathetically 
the possibility of seeing that coaches running 
from Romford to Brentwood which were 
empty should be available to passengers. 

Mr. Noel-Baker: Preferably that the 
running shall be cut, because we have to 
save all the mileage we can. 

Mr. Sorensen asked if the Parliamentary 
Secretary was aware that in Romford 
passengers often had to stand for 20 min. 
or more without any shelter. In view of 
the coming inclement weather, he asked if 
some steps could be taken to deal with this 
position. 

Mr. Noel-Baker said he naturally wished 
to avoid all possible discomfort, but the 
services were at 10 min. intervals at peak 
hours and 15 min. intervals at other than 
peak hours. If passengers had to wait for 
20 min. something must have gone wrong 
which was unavoidable. 

Mr. Sorensen on October 15 also asked 
the Parliamentary Secretary to the Ministry 
of War Transport, how many trains, 
motorbus' services and motorcoaches, 
respectively, serving outer London, Essex 
area, had been cancelled simultaneously 
with the abolition of cheap day fares ; 
by how many running miles the train 
services had been reduced through the same 
reason ; and whether, in the new circum- 
stances, workmen’s tickets for tramcars 
and motorbuses could be available at a 
later hour and on both trolley buses and 
motorbuses. 

Mr. -Baker: The mileage saved by the 
cancellation of through motorcoach ser- 
vices in the outer London Essex area is 
11,252 miles each week. It is not as yet 
practicable to calculate: what economies 
will be made in the mileage of motor omni- 
buses and trains. As I said in reply to 
Mr. W. Thorne (Plaistow—Lab.) on June 
30, the extension of the hours during which 
workmen’s tickets are available would 
increase the pressure on services which at 
their loading peak are already heavily 
overtaxed, while their extension to trolley- 
buses and motorbuses would lead an un- 
desirable diversion of traffic from rail to 
road. For these reasons, I regret that I 
cannot adopt Mr. Sorensen’s proposal. 

Mr. Sorensen asked if the Parliamentary 
Secretary was aware that so far as train 
traffic was concerned, according to the 
timetables apparently no trains had been 
taken off. In view of that, was there any 
reason why cheaper fares should be abol- 
ished ? 

Mr. Noel-Baker said they were hoping 
to make a great diversion of traffic from 
road to rail. 


High-Powered Motorcars 

Mr. W. W. Astor (Fulham East—C.) on 
October 14 asked the Parliamentary Secre- 
tary to the Ministry of War Transport 
whether he was aware that civilians were 
using high-powered motorcars with high 
petrol consumption ; and whether he would 
consider refusing licences to such motor 
cars. 

Mr. P. J. Noel-Baker: I do not think 
that the refusal of licences would be the 
right way to attain the object which Mr. 
Astor has in view. I would refer him to the 
answer given by the Minister of Fuel & 
Power on October 8, in which he said that 
he was considering what further measures 
could be taken to discourage the use of 
high-powered cars. 

Mr. Astor: Is the Parliamentary Secre- 
tary aware that a lamentable impression 
is made on men of the Merchant Navy by 


seeing civilians riding around in Rolls 
cars ? ; 
Mr. Noel-Baker: I do not think it 


would be possible to forbid all high-powered 
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cars, and I do not think the licensing 
authorities are the people to discriminate 
between one car and another. 

Mr. Astor: Is is not possible to lay down 
a minimum limit to the mileage per gallon 
of cars to be licensed ? 

Mr. Noel-Baker: That is a matter for 
the Minister of Fuel & Power. 

Sir Herbert Williams (South Croydon— 
C.): Are the highest-powered cars to be 
seen in Palace Yard, with the word 
** Priority ’’ on them ? 

There was no reply. 


Signposts in Rural Areas 

Sir Francis Fremantle (St. Albans—C.) 
on October 15 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether, in view of the advantage to civil 
and military transport, especially at night 
and in fog, he would arrange for signposts 
to be replaced in rural areas, under safe- 
guard for them to be promptly removed if 
necessary. 

Mr. P. J. Noel-Baker wrote in reply: 
The military authorities are not at present 
prepared to agree to the re-erection of sign- 
posts in rural areas. 








Staff and Labour Matters 


Women Employed in Railway 
Workshop Offices 
The Industrial Court has recently issued 
an award on a claim, which was submitted 
to it by the National Union of Railwaymen 
on the following terms of reference :— 


To determine the union’s claim that 
women employed in railway shop offices 
on work hitherto performed by adult 
male labour should be dealt with in 
accordance with the _ provisions of 
Clause 7 of part B of the dilution of 
labour and employment of women in 
railway workshops agreement made be- 
tween the Great Western Railway Com- 
pany, the London & North Eastern Rail- 
way Company, the London Midland & 
Scottish Railway Company, the Southern 
Railway Company, and the National 
Union of Railwaymen on October 28, 
1940.” 

The relevant paragraphs of part B of the 
agreement dated October 28, 1940, referred 
to in the terms of reference, are as follow : 


Temporary relaxation of existing practice 
so as to permit, for the period of the 
war, the extended employment of 
women in railway workshops. 

It is hereby mutually agreed that additional 
women may be drafted into railway workshops 
for the purpose of manufacturing engineering 
products with special regard for increasing 
output and to meet war-time emergencies :— 

1. Women will only be employed on work 
ordinarily undertaken by men where it is 
impracticable to secure male labour for the 
work, 

2. Women employed under the provisions of 
this agreement shall be regarded as temporarily 
employed. 

3. An agreed record shall be kept of all 
changes made under this agreement. 

4.—(a) The provisions of this agreement 
will not affect the employment of women work- 
ers engaged on work commonly performed by 
women in railway workshops. 

_ (8) There shall be no objection to the exten- 
sion of employment of women in establishments 
where women have not hitherto been employed 
on work commonly performed by women in the 
railway workshops, subject to the general under- 
taking contained in clauses 2 and 3. 

5. Women workers may be employed on 
suitable work hitherto performed by boys and 
youths under 21 years of age. ‘ : 

6. In the case of the extension of employ- 
ment under clauses 4 (b) and 5 the railway 
workshops’ rate of pay for women workers shail 
apply or the boys’ and youths’ schedule of 
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wages shall be applied; whichever is the 
greater. 

7. Women workers may be employed on 
work of a suitable character hitherto performed 
by adult male labour subject to the following 
conditions :— 


(A), (B) and (c) relate to probationary 
periods and the rates to be paid. (p) There- 
after, women who are able to carry out the 
work of the men they replace without addi- 
tional supervision or assistance shall, at the 
end of the 32 weeks, receive the basic rate 
and bonus appropriate to the men they 
replace. ; 
The parties were in agreement that no 

question arises on the present claim as to 
the workshop office staff on the Great 
Western Railway and the Southern Railway 
as the organisation of the workshop offices 
is on a different basis on these two lines. 
The claim before the court relates to the 
rates of pay of the women employed in the 
workshop offices on the London Midland & 
Scottish Railway and the London & North 
Eastern Railway, who entered into the ser- 
vice of these companies since the beginning 
of the war. Evidence as to the nature of 
the work done in railway workshop offices, 
which it was agreed is the same for men 
and women, was put before the court, 
together with particulars as to the number 
of men and women respectively employed 
on such work pre-war and at the present 
time. 

The union claimed that the work upon 
which women are employed in railway 
workshop offices is work hitherto performed 
by adult male labour and submitted that 
the women so employed should be dealt 
with in accordance with the provisions of 
clause 7 of the agreement of October 28, 
1940. 

The employers, on the other hand, con- 
tended that the women concerned are 
employed on work commonly performed 
by women and that accordingly the question 
of their remuneration falls to be considered 
in the light of clauses 4 (A) and (B) of the 
agreement. It was pointed out that in the 
case of the extension of the employment of 
women under clause 4 (B) of the agreement 
provision is made under clause 6 of the 
agreement for the payment of the railway 
workshop rate of pay for women. The 
work upon which women are employed in 
railway workshop offices is of a clerical or 
sub-clerical character, and it was not in 
the minds of the companies that the agree- 
ment should apply to such work for which 
throughout the railway service and in 
industry generally the rates paid to men 
and women differ. 

The award states that the court has given 
careful consideration to the evidence and 
submissions of the parties and is of the 
view that in considering the question of the 
application of clause 7 of the agreement 
regard must be had to the provisions of 
the agreement as a whole and to the pre- 
war practice in relation to the employment 
of women. The agreement is one which 
provides for the payment to be made to 
women; if they are employed on work 
which previously was ‘‘commonly per- 
formed by women” the provisions of 
clause 4 apply, if they are employed on 
work “hitherto performed by adult male 
labour ’’ the provisions of clause 7 apply. 
On the evidence before it, the court is 
satisfied that railway workshop office duties 
have hitherto been performed by adult 
male labour and was not work commonly 
performed by women. The court accord- 
ingly awards that the women concerned 
employed in the workshop offices of the 
London Midland & Scottish Railway and the 
London & North Eastern Railway should 
be paid in accordance with the provisions 
of clause 7 of the agreement. 
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The Railways of 
Luxembourg 


When the German Reichsbahn took 
over the operation of railways in Luxem- 
bourg in the autumn of 1940, a number 
of financial questions in connection with 
those railways remained open. A German 
decree provides for the taking over by the 
Reichsbahn of the total capital and assets 
of the Guillaume-Luxembourg Railway 
Company as from April 1, 1942, and of 
the Prince Henri Railway Company as 
from January 1, 1942. 

The lines of the Guillaume-Luxembourg 
Railway Company, controlled mainly by 
Franco-Belgian interests, were held under 
a 99-year concession granted in 1859, with 
a proviso for reversion to the State at the 
end of that period. This company has 
never worked its lines itself, but leased 
them before 1871 to the Eastern Railway 
of France, and after that to the Alsace- 
Lorraine (Imperial German) Administra- 
tion. After the Armistice of 1918 the 
Luxembourg Government gave notice to 
Germany to terminate the arrangement, 
and the company transferred the lease, 
at an annual rental of 4,000,000 Luxem- 
bourg francs to the Alsace-Lorraine 
Administration of the French State Rail- 
ways, which arrangement continued until 
the end of 1937. On January 1, 1938, 
the main French railway systems, includ- 
ing the Alsace-Lorraine, were merged for 
working purposes in the French National 
Railways Company (S.N.C.F.), which was 
formed by a Decree of August 31, 1937. 
The Guillaume-Luxembourg Company’s 
system totals 257 km. (160 miles) and its 
share capital is 25,000,000 Luxembourg 
francs. Its debenture capital amounts to 
37,300,000 Luxembourg francs. 

The Prince Henri Railway Company, 
with 193 km. (120 miles) of line, was con- 
trolled almost exclusively by Belgian 
capital; the Société Generale de Belgique 
alone owned about 19,000. of the com- 
pany’s shares. Its total share capital is 
37,500,000 Luxembourg francs, and _ its 
debenture debt amounts to 17,700,000 
Luxembourg francs. It had always 
worked its own lines, with its own loco- 
motive and rolling stock and its own per- 
sonnel. No dividend has been paid since 
1930. 


GERMAN DECREE OF APRIL, 1942 


Under the German Decree of April, 
1942, the ordinary shares of the Luxem- 
bourg Company (nominal value 500 
Luxembourg francs, Reichsmark 50, a 
share) were to be redeemed at RM. 82, as 
against their average value on the Stock 
Exchange fluctuating between RM. 70 and 
80. The preference shares (nominal value 
100 - Luxembourg francs, or RM. 10, a 
share) were to be redeemed at RM. 21.40. 
Founders’ shares were to get a special 
allocation of RM. 180, and _ preference 
shares, not yet drawn, were to get a 
further bonus of RM. 29 each. 

Prince Henri shares were also to be 
taken over at RM.82, although their value 
on the Stock Exchange fi stuated between 
RM. 100 and 140. 

Debentures still in circulation, which 
are said to aggregate a total value of 
50,000,000 Luxembourg francs or 
RM. 5,000,000, of the Guillaume-Luxem- 
bourg and the Prince Henri companies, 
have been called up for redemption on 
April 30, 1943, and February 28, 1943, 
respectively. 
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NOTES AND NEWS 


C.N.R. Weekly Traffics.—We are in- 
formed by the Canadian National Railways 
that the publication of weekly traffic 
receipts is temporarily discontinued. ~ 

South American Finance Trading 
Corporation Limited.—The Board of 
Trade has made an Order under the Trading 


with the Enemy Act, 1939, and Defence 
(Trading with the Enemy) Regulations, 
1940, requiring the winding up of the 
above-mentioned business, having an 


address at 69, Old Broad Street, E.C.2. The 
Controller is to be Thomas John McManis, 
102, Bishopsgate, E.C.2. 


Cowans Sheldon & Co. Ltd.—Trading 
profit for the year to June 30, 1942, was 
£65,376 (£40,144). After deducting direc- 
tors’ fees, depreciation, staff pensions con- 
tribution, and £39,000 (£15,800) for taxa- 
tion, there was a net profit of £18,063 
(£17,441). Reserve gets £2,500 (£2,000), 
and the dividend for the year is again 10 
per cent., leaving £54,700 (£54,137) to be 
carried forward. 

Companhia de Mocambique.—The 
ordinary general meeting convened for 
October 7 at the head office of the company, 
10, Largo da Biblioteca Publica, Lisbon, 
not having been held by reason of the non- 
fulfilment of Article 16 of the Statutes, is 
again convened for November 14 at noon 
at the same place, and will be held (in 
accordance with section 2 of Article 16) 
whatever may be the amount of capital 
represented by the shareholders present, 
and whatever may be the number of those 
shareholders. 


Nigerian Railway Staff Vacancies.— 
Men are required for service as Assistant 
District Running Superintendents with the 
Nigerian Railway. Candidates should be 
associate or graduate members of the Insti- 
tution of Mechanical Engineers, or hold an 
equivalent qualification; or should have 
served a pupilage or apprenticeship with a 
British railway or firm of locomotive 
builders and have some running-shed and 
footplate training. In certain circum- 
stances, it might be possible to arrange for 
British railway personnel to return to their 
present employment after the war. Details 
are given in our Official Notices at page 407. 

Double-Deck Tram in Buenos Aires. 
—-There are comparatively few places out- 
side Great Britain where double-deck trams 
are in use, and it is therefore of some 
interest to record that the City of Buenos 
Aires Transport Corporation recently placed 
in experimental service a model double- 
deck tramcar. itis at present working ona 
route feeding an underground station. The 
vehicle, which seats 72 persons, is of the 
double-bogie type, and collects power 
through an overhead trolley arm. The 


principal dimensions are approximately 
36 ft. in overall length, 8 ft. in overall 


width, and 15 ft. 6 in. in height from rail 
level (excluding trolley arm). 


Retired Railway Officers’ Society.— 
One of the best attended meetings of this 
society since the outbreak of war took place 
at the Great Eastern Hotel, Liverpool Street, 
on October 6, when four new members 
were welcomed by the President (Mr. J. F. 
Bradford) and members. These were, Mr. 
Gilbert S. Szlumper, formerly General 
Manager, Southern Railway; Mr. R. 
Carpmael, formerly Chief Engineer, G.W.R.; 
Mr. A. Maynard, formerly Chief Goods 
Manager, G.W.R.; and Mr. J. Dalziel, 
formerly Assistant Chief Electrical Engin- 
eer, L.M.S.R. Subsequently Mr. E. E. 
Painter, formerly Secretary of the R.C.H., 
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gave an informative and humorous talk 
on the Railway Clearing House—whose 
centenary occurred this year—which par- 
ticularly appealed to members, all of whom 
had been accustomed to attend meetings 
at Seymour Street during their active rail- 
way life. In proposing a vote of thanks, 
The President made reference°to the articles 
recently contributed by Mr. Painter to 
THE Raitway GAZETTE on the work of the 
R.C.H. and hopes were expressed that the 
information he had given would at some 
time be published in a more permanent 
form. 


Madras & Southern Mahratta Rail- 
way Co. Ltd.—tThe directors announce a 
final dividend, payable January 1, 1943, of 
3 per cent., namely: guaranteed interest 
1} per cent., stockholder’s revenue account 
} per cent., and reserve fund (free of tax) 
1 per cent., making, with the 2} per cent. 
paid on July 1 last, a total dividend of 
5} per cent. for the year ending December 
31, 1942, the same as for 1941. 


Mexican Foreign-owned Railways.-— 
Reuters reports that the Mexican Railway- 
men’s Union has asked the Government to 
purchase the British-owned Mexican Rail- 
way and the Southern Pacific Railroad of 
Mexico (a subsidiary of the Southern 
Pacific of the United States). A recent 
press report indicated that such a purchase 
was contemplated, but the Mexican Direc- 
tor-General of Information stated that he 
knew nothing of this. 


Serck Radiators Limited.—Net profit 
for the year to August 1, 1942, amounted to 
£51,880, against £47, 641. A sum of 
£10, 000 (£15,000) is allocated to war con- 
tingencies reserve, and general reserve gets 
£20,000 (nil). The directors again recom- 
mend a dividend of 15 per cent., or 3s. on 
each {1 of stock, and a bonus of 7} per cent., 
or Is. 6d. on each £1 of stock, both tax free, 
making 22} per cent., tax free, for the year. 
The carry forward is to be £12,922 (£13,542). 


National Parks.—The standing com- 
mittee on national parks of the councils for 
the preservation of rural England and 
Wales met recently, under the chairmanship 
of Sir Norman Birkett, to consider the 
report presented by Lord Justice Scott’s 
committee, which recommends the setting- 
up of national parks by the State and that 
certain areas should be surveyed and de- 
limited during the next year. It is sug- 
gested that, at the end of this period, a 
special authority should be constituted to 
plan and control the use of such areas. It 
is understood that the Ministry of Works & 
Planning already is conducting a prelimin- 
ary survey of certain districts. 


Power Requirements of the Swiss 
Railways.—In 1932 the yearly power con- 
sumption of the Swiss Federal Railways 
amounted to 492 million kWh; in 1939 an 
increase of nearly 40 per cent. was regis- 
tered. In dry years the power installations 
of the railways can deliver about 640 million 
kWh, and the remainder is obtained from 
other power suppliers. In 1940 the in- 
creased traffic due to the war brought the 
yearly consumption up to nearly 740 million 
kWh, and this was able to be met only 
because the water supplies in that year 
happened to be particularly favourable. It 
is expected that increases in the speed and 
weight of trains will result in a demand for 
700 million kWh a year by about 1950, 
and these considerations have prompted a 
decision to build, in association with the 
North-Eastern Swiss Power Company, a 
new power station on the River Aare at 
Rapperswil, capable of a yearly output of 
nearly 200 million kWh. Two generator 
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railway 


are being installed, one for 


standard single- 


phase current, and the entire work is to 
be finished in about two years’ time. 


cost is 
fr. 31 million. 


The 


estimated at rather more than 


Motor Vehicles Regulations. — The 
Minister of War Transport gives notice 


that he proposes after the expiry 
least 40 days from October 1, 


of at 
to make 


regulations amending Regulation 18 of the 


Motor Vehicles 
Regulations, 1941. 


(Construction and Use) 


On account of urgency 
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OFFICIAL ADVERTISEMENTS 





FFICIAL ADVERTISEMENTS intended for 
insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed to :— 
The Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 
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OFFICIAL NOTICES 


VERSEAS EMPLOYMENT Assistant District 
Running Superintendents are required for the 
Government Railway in Nigeria, in the first instance 
for the duration of the war or one tour of 12 to 24 
months, whichever is the lesser period, with possi- 
bility of permanency. In certain circumstances it 
might be possible to arrange for British Railway 
personnel to return to their present employment after 
the war. Salary: £475 rising to £920. Commencing 
salary within this scale according to qualifications and 
experience. Separation allowance for married men is 
£80 on salary of £475. Free passages and quarters. 
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Candidates should be Associate or Graduate Members 
of the Institution of Mechanical Engineers or hold an 
equivalent qualification; have served a pupilage or 
apprenticeship with a British railway or firm of loco- 
motive builders and have some running shed an dfoot- 
plate training. 

Written applications (no interviews), giving full 
details of age, training, experience, and name of 
present employers, should be sent to The Secretary, 
Overseas Manpower Committee (Ref. 475), Ministry 
of Labour & National Service, Hanway House, Red 
Lion Square, London, W.C.1. 








the Minister has made the Motor Vehicles 
(Construction and Use) (Amendment) (No. 
5) Provisional Regulations, 1942, to come 
into force forthwith as Provisional Regula- 
tions and to continue in force until Statutory 
Rules shall have been made in accordance 
with the Rules Publication Act, 1893. 


Institute of Transport.—A meeting of 
the Metropolitan Graduate & Student 
Society will take place tomorrow (Octo- 
ber 24) at 2.15 p.m., at the Institution of 
Electrical Engineers, Savoy Place, Victoria 
Embankment, W.C.2, when Sir Charles 
Bressey, C.B., C.B.E., M.Inst.T., will give 
an address. 


Permanent Way Institution.—A meet- 
ing of the Manchester & Liverpool Section 
will be held tomorrow (October 24) at 2.30 

.m., in the Lesser Hall, Co-operative 
Buildings, Church Street, Lancaster. After 
the conclusion of business, Mr. A. E. Briggs 
will give a lantern lecture on ‘‘ Recon- 
struction of the South Quay, Heysham 
Harbour.” 


Diesel Engine Users Assdéciation.—A 
joint meeting of the association with the 
Institution of Locomotive Engineers will 
be held on November 5, at 2.30 p.m., at 
the Institution of Mechanical Engineers, 
Storey’s Gate, Westminster, S.W.1, when 
a paper on ‘“‘ Some Notes on Experiences 
with Railcar Oil Engines in Argentina, with 
particular reference to Repairs,’’ by Mr. 
C. R. Parker (a member of both organisa- 
tions), will be presented, in the absence 
abroad of the author, by Mr. A. K. Bruce, 
M.I.Mech.E. The chair will be taken by 
Mr. O. V. S. Bulleid, M.I.Mech.E., Chief 
Mechanical Engineer, Southern Railway, 
who is President of the Institution of Loco- 
motive Engineers. 


Naamloze Veenootschaap Werkspoor, 
Amsterdam.—tThis construction concern 
for locomotives and rolling stock returned 
for 1941, after providing for the various 
allocations and for depreciation, a net 
profit of only 610,000 fi., compared with 
1,460,000 fl. for 1940. The dividend on the 
“A” shares was reduced to 7 per cent. 
(8 per cent. for 1940), but.the 10 per cent. 
dividend on the ‘“‘B” shares was main- 
tained. The amount of the ‘‘A’”’ shares 
was increased in 1940, by 2,940,000 fi., to 
7,440,000 fi. and recently it has been in- 
creased further to 8,500,000 fl. in connec- 
tion with the enhanced “ collaboration ”’ 
which was forced on the Werkspoor as a 
result of its close connection with the 
German Maschinenfabrik Rheinstahl-Bor- 
sig. It is stated that an interchange of 
Werkspoor shares and Rheinmetall-Borsig 
shares took place a short time ago. 


New London Transport Vehicle 
Liveries.—It has recently been decided 
that the buses, trams, and trolleybuses of 
the London Passenger Transport Board 
are to appear in a slightly different livery 
as and when they need repainting. The 
present bright red, which has been the 
Standard for many years, is being changed 
to oxide red, which will give the vehicles 


a brownish-red appearance. A bus in the 
new livery has been at work in Central 
London for the past two or three weeks. 
There is, of course, no intention of re- 
painting the whole of the London Transport 
fleet at one time, and the change will be 
made gradually as the vehicles pass through 
the shops. A further colour change is that 
greyish-cream will replace the grey now 
used for roofs, window surrounds on upper 
and lower decks, and corner panels. The 
substantial stocks of standard bright red 
paint which are held by London Transport 
will be reserved for repainting Under- 
ground railway vehicles. This will make 
it possible to postpone for a lengthy period 
the time when Underground trains may 
have to be composed of cars of different 
hues. 


“United Steel Companies Limited.— 
For the year to June 30, 1942, the profit 
balance after providing for debenture 
interest, directors’ fees and other charges 
is £1,916,132, against £2,066,625, and the 
sum of £427,177 was brought in. The 
charge for income tax is £1,154,000 
(£1,341,250), £125,000 (same) is allocated 
to central reserve for obsolescence, £152,000 
(£134,000) to staff funds, and £49,153 
(£47,293) to debenture redemption. The 
final dividend is 54 per cent., again making 
8 per cent. for the year, and the amount to 
be carried forward is £477,156. 


Ottoman Railway Holding Co. Ltd.— 
A full yéar’s interest on the company’s 
holding of £707,950 Turkish 74 per cent. 
bonds, or £53,096 gross, was received during 
the year ended June 30, 1942, consisting of 
payments due June 1 and December 1, 
1941. Income from other investments was 
£3,093, and the amount recovered or 
recoverable in respect of income tax was 
£2,082. After providing for management 
expenses, taxation, and interest on advances 
the balance of net profits of the year is 
£26,367 (£19,720), to which has to be added 
£1,671 brought forward, making a total 
of £28,038. Deducting £21,658 for interest 
at 3 per cent., less tax, on the outstanding 
“A” and ‘“‘B”’ stocks, there is a balance 
of £6,380 available for redemption of the 
income debenture stocks. Since the date 
of the accounts the company has been able 
to redeem an amount of £32,319 nominal 
of “‘ B’”’ income debenture stock. 


Salvador Railway Co. Ltd.—Holders 
of the £48,600 of 5 per cent. prior lien 
debentures and of the £203,500 of 5 per cent. 
mortgage debentures of the Salvador 
Railway Co. Ltd. unanimously approved 
at adjourned meetings in London on 
October 15, resolutions to relieve the com- 
pany of its obligations in respect of interest 
and redemption for a further three years. 
The next payment to the credit of the prior 
lien debenture service fund will, accord- 
ingly, be postponed until August 31, 1945, 
and the subsequent interest payment until 
September 1, 1945. Next payment to 
the credit of the mortgage debenture service 
fund will be postponed until the half- 
year ending February 14, 1946, and the 
subsequent interest payment until Febru- 


ary 15, 1946. At the meeting on Septem- 
ber 24 of holders of the £60,000 of ten- 
year 8 per cent. notes resolutions had been 
passed by virtue of which the date for the 
payment of the principal moneys in respect 
of these notes will be postponed to August 
15, 1946, the next sinking fund payment 
to August 15, 1946, and the next interest 
payment to February 15, 1946. 


** Cutisol.’’—It is well known that work 
at various trades produces after a time, 
usually as the result of contact with sub- 
stances which have cumulatively a harmful 
effect, what are termed occupational 
diseases. Many substances affect the skin 
at any point at which contact is made. 
Diseases caused in the latter type of case 
come under the heading of occupational 
dermatitis. A preparation, designed to 
safeguard employees’ health. is Cutisol, 
made by Hope, Hartope & Co. Ltd., Oak 
Lane Works, Limehouse, London, E.14. 
The preparation, it is claimed, protects the 
skin, when applied before work commences, 
from the effects of contact with irritants 
such as acids and alkalis, various paints and 
oils, and volatile substances which tend to 
remove the natural grease from the skin. 


** Gangway, Please.’’—An exhibition 
entitled ‘“‘ Gangway, Please,’’ showing the 
various phases of transport in wartime, 
was opened at Charing Cross Underground 
Station on October 16 by Mr. P. J. Noel- 
Baker, M.P., Joint Parliamentary Secre- 
tary, Ministry of War Transport, who was 
introduced by Mr. E. Thurtle, M.P., 
Parliamentary Secretary, Ministry of In- 
formation. Mr. Noel-Baker said that the 
purpose of the exhibition was to bring home 
what war transport meant, why it was 
that all our hopes of victory depended on 
our transport system, how it was working, 
and how every citizen could help to make 
it give the maximum return. We had had 
to send locomotives overseas ; the number 
of our buses had fallen by at least one- 
twelfth; many of our expert transport 
workers were in the Forces, yet we had a 
heavier traffic to carry. It was for those 
reasons that the public was being asked 
to make further sacrifices in the matter of 
travel. Everyone who gave up an un- 
necessary journey, every housewife who 
carried home her parcels, was giving the 
further help which was needed. Mr. Noel- 
Baker praised the transport workers: the 
courage of our seamen, the results obtained 
by the dockers, and the work of railwaymen 
and lorry drivers in winter weather, fog, 
and blackout. 








Contracts and Tenders 


The Peruvian Corporation Limited has 
placed an order with D. Wickham & Co. 
Ltd., for spares for hydraulic couplings, 
for the Central Railway of Peru. 


The Bengal-Nagpur Railway has placed 
a contract for superheater elements for 
“GF” and ‘‘ HSM” class locomotives 
with the Superheater Co. Ltd. 

































































































































Ihe volume of Stock Exchange business 
has been well maintained, and further 
gains were recorded in home railway 
stocks and industrial securities, and a 
steady undertone continued to rule in 
British Funds. The prevailing assumption 
is that, unless war developments prove 


unfavourable, the 
values is likely to make further good pro- 
g before the turn of the year, 
in mind the weight of money 

investment. Yield considerations, 
question of stability of income, are 


OTCSS 


deal of business to home railway stocks, 


which still appear to be undervalued in 


relation to most other groups of securities. 
During the past few days, junior stocks 
of the main-line companies have again 
been a prominent feature, and recorded 
further gains on _ balance. Debenture 
stocks held recent gains, and L.N.E.R. 
guaranteed were better, and small gains 
were shown in a wide range of preference 


stocks. Moreover, as previously pointed 
out in these notes, a good part of the 
buying appeared to be on behalf of in- 
vestors prepared to consider home rail- 


way securities as a holding for more than 
a short period. This reflects growing con- 
fidence that, in any post-war rearrange- 
ment of transport, equitable treatment 
will be accorded the railways and their 


rise in Stock Exchange 


bearing 
awaiting 
and the 
gener- 
ally expected to continue to attract a good 
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Railway Stock Market 


stockholders. There is, of course, general 
recognition of the vital, and increasing, 
part played by the railways in the war 
effort. On the other hand, it would seem 
that it is not fully realised by the public 
that the rental agreement will virtually 
limit dividends on home railway junior 
stocks to around the same rates as those 


paid for 1941. There is, however, un- 
likely to be any reduction in dividends, 
unless exceptionally heavy damage from 


air raids were experienced in the future. 
There has been less speculative activity 
in the ordinary and preference stocks of 
South American railway companies; the 
disposition is to await the annual reports, 
expected at the end of the month. On 


October 23, 1942 


preference 109. L.M.S.R. ordinary further 
improved from 24} to 25}; the 1923 pre- 
ference was 59}, a point better, although 
the senior preference has remained at 74, 


the guaranteed stock at par, and the 
4 per cent. debentures at 1043. Among 
L.N.E.R. guaranteed issues, the firsts 


rallied to 943, and the seconds to 86. 
L.N.E.R. first preference at 58} was a 
point better on balance; the second prefer- 
ence continued to attract attention, and 
was fractionally higher at 283. Moreover, 
there was a fair amount of speculative 
activity in L.N.E.R. deferred and _ pre- 
ferred stocks; the latter moved higher to 
64. Yield considerations continued to 
attract attention to Southern preferred, 
which has risen further from 71} to 73}, 
and at 212 the deferred more than re- 
covered the small reaction recorded a week 





the other hand, 
remained firm, 


most 
aided by the further pay- 


debenture stocks 


ments on account of arrears announced by 


ago. 


Moreover, Southern 5 ver cent. pre- 


ference improved from 106} to 1073, and 


Great Western of Brazil Railway, the the guaranteed stock was better at 124. 
half-year’s distribution on Entre Rios Elsewhere, London Transport ‘‘ C,’’ which 
4 per cent. debentures, and the arrears remained under the influence of the 
payments on B.A. Western 4 per cent. market views mentioned last week, ad- 
and 5 per cent. debentures. vanced on balance from 49} to 53; the 
Compared with a week ago, Great 5 per cent. ‘‘ B2’’ stock was higher at 
Western ordinary has risen further from 116}. 
514 to 54} at the time of writing, due Elsewhere, United of Havana debentures 


partly to the market being short of stock; 
the higher prices have induced very «little 


profit-taking. 


held recent gains; 


Great Western 


debentures 


the guaranteed stock 


was higher at 124; 


and the 5 per cent. 





rose 
B.A. Western 
tures were 
dividend 


also better. 
possibilities 


Pacifics. 


Market talk 


further from 272 to 30; Entre Rios, 
and various other deben- 


of 


assisted Canadian 











South & Central America 


Canada 


Indiat 


Various 


Traffic Table 








Miles 
Week | 
Railways open - | 
1941-42| Ending | 
Antofagasta (Chili) & Bolivia 834 11.10.42 
Argentine North Eastern 753 10.10.42 
Bolivar ‘ del 174 | Sept., 1942 
Brazil . _ — 
Buenos Ayres & Pacific .| 2,807 10.10.42 
Buenos Ayres Great Southern 5,080 10.10.42 
Buenos Ayres Western 1,930 10.10.42 
Central sop 3,700 10.10.42 
Cent. + of M. Video.. | 972 3.10.42 
Costa Rica... ; 262 = =Sept., 1942 
Dorada 70 = Sept., 1942 
Entre Rios 808 10.10.42 
Great Western of Brazil... 1,030 10.10.42 
International of Cl. Amer. ... 794 | Aug., 1942 
Interoceanic of Mexico -= _ 
La Guaira & Caracas... pas 227 | Sept., 1942 
Leopoldina ine 1,918 10.10 42 
Mexican : 483 7.10.42 
Midland of Uruguay .. 319 | Aug., 1942 
Nitrate 382 0.9.4 
Paraguay Central 274 9.10.42 
Peruvian Corporation 1,059 | Sept., 1942 
Salvador ban 100 = Aug., 1942 
San Paulo 1534 4.10.42 
Taltal ... be 160 | Sept.. 1942 
United of Havana 4 1,346 10.10.42 
Uruguay Northern ... 73 = Aug., 1942 
Canadian Pacific nie ... | 17,049 7.10.42 
Barsi Light 202 July, 1942 
Bengal & North Western 2,090 July, 1942 
J Bengal- -Nagpur ‘ 3,267 20.6.42 
>| Madras & Southern Mahratta | 2,939 30.6.42 
Rohilkund & Kumaon 571 July, 1942 
South Indian ... 2,402 20.6.42 
Beira ... 204 = Aug., 1942 
Egyptian Delta 607 20.8.42 
Manila _— 
| Midland of W. Australia 277 =| Aug., 192 
| Nigerian : 1,900 25.7.4 
Rhodesia 2,442  Aug., ioaa 
South Africa 13,291 22.8.42 
\ Victoria 4,774 | May, 1942 
Note. 


and Stock Prices of inmevee and Foreign Railways 























Traffic for Week 3 Aggregate Traffics to date Prices 
— > Totals , | — 3 ¥ o. a * 
Total nc.or Dec. 5 ncrease or Stock <x 3 an “gs 
this year ag $ This Year Last Year Decrease =}. ro 22 
£ £ £ £ £ } 
23,880 — 5,270 41 868,070 788,990 + 79,080 | Ord. Stk. | 10% 344 12$ | Nil 
12,984 |+ 474 | 15 201,462 181,926 + 19,536 4; 8 | S$] Nil 
5,518 |+ 1,381 40,709 34,854 |+ 5,855 | 6 ec c. Deb. a ee | 15$ | Nil 
— = — — — Bonds | 8 | 248 17 | Nil 
400 | + 17,100 | 15 1,268,340 1,147,200 |+ 121,140 | Ord. Stk. 73; It] 6¢) Nil 
137,280 | + 5,160 15 1,901,880 1,875,420 |+ an 460 | Ord. Stk. | {103 34 | 10 | Nil 
47,760 | — 6,240 | 15 722,400 720,600 + 1,800 | eae ae Nil 
119.538 |+ 5,496 | 15 1,811,619 1,628,190 |+ 183, 429 * 8t | 26; 7%| Nil 
— | _— —- _ — . £ a +| 3 Nil 
23,587 |— 279 «15 77,806 303,986 — 26,180 | Ord.Sek.| 9 /| J | at Nil 
11,556 |— 9,881 9 38,244 68,996 — 30,752 Stk. | I5$| 12] 14 Nil 
19,300 + 7,300 | 40 137,705 112,750 + 24,955 | | Mt.Db. | 97 97 | «88h 63 
19,380 |+ 1,374 15 269,502 268,866 + 636 | Ord. Stk. 64 4| 7! Nil 
16,500 + 3,400 | 41 419,700 370,100 |+ 49,600 | Ord. Sh. I1/- I/-| 24/-| Nil 
$298,195 |_— $106,623 | 34 | $4,308,750 $3,889,669 (+ $419,081 ~~ os —- }|/o-f— 
a = oe — = sa | Ist Pref. #| 6d.) 12] Nil 
8,590 |+ 2,410 | 40 63,355 58, + 5,350 | -- a —|— _ 
32,805 | + 974 | 40 | 1,232,396 1,066,027 |+ 166,369 | Ord. Stk. a +/ 54) Nil 
ps. 260,400 |+ps. 3,400 | 15 |ps. 4,015,300 ps. 4,350,700 — ps. 335,400 i . | + | + | Nil 
10,196 |— 2,774 9} 22,810 | 27, = 4,670 ~- —-};—j]— 
7,899 | + 1,751 | 25 | 140,09: 107,301 |+ 32,794 Ord. Sh. | 66/-| IH} 71/6 3% 
$3,693,000 + $361,000 | 15 | $54,509,000 $50,361,000 +  $4,148,000/Pr.Li.Stk.| 43 | 29 | Sle) If 
85,636 | + 091 | 14) 251,242 218,753 + 32,489 Pref. 64 144} 143 | Nil 
¢ 49,000 |+ cf,907| 9| ¢ 128, ¢ 111,172 |+ ¢ 16,828 — — | =| = |e 
40,760 | + 5,748 40 1,458,148 1,479,649 |— 21,501 | Ord. Stk.) 52 | 244 | 554 | 3 
4,935 |— 2,290 | 12 | 16,660 16,390 + 270 | Ord. Sh. I 6/-| 1# | Nil 
48,812 |+ 30,792 | 15 589,365 283,851 |+ 305,514) Ord. Stk.| 23 | ’ 54 | Nil 
1,072 |— 262! 9 2,214 2,690 |— 476 —- Jj— —|-|/- 
| | | 
985,400 + 155,600 40 38,410,600 | 32,510,200 | + 5,889,400 | Ord. Stk. | 13%) 7¢ | 144 | Nil 
| | 
23,685 + 8,903 17 63,285 67,635 |— ae ee ee es 
261,600 |— 5,267 | 18 1,080,300 1,092,128 |— 11,828 | Ord. Stk. | 345 | 253 | 3514 | Se 
, 100 | + 31,30! | II 2,271,525 2,107,876 | + 163,649 ee | 101 | 953) 97 | 4% 
212,550 |+ 3,338 | 13 1,945,373 1,858,963 (+ 86,404 | a | 10575) 1013 | 100 | As 
58,275 |— 3,099 | 18 234,300 | 272,651 | — 38,351 * | 342 90 | 3524 | 
179,171 (+ 43,616) 12 1,376,295 | 1,113,057 | + 263,238 on | 100 | 87 | 8 | 4 
| | 
i | 
,089 _ 48 825,692 — _ _—— ee 
11,95) (+ 4,299 | 22 150,997 97,636 + _ 53,361 Prt. = | Ig] 29/-| _5§ Nil 
-- -- -- — | | 68 45 | 37% 94 
28,739 | + 8,731 4 56, 38,657 | + 7. od a ‘Deb. | 904 | 864) 894 6 
70,391 | + 19,240 | 18 924,271 910,397 |+ 13,9 j—_ | — —|j- 
540,350 _ | 48 5,371,799 —_— | _ —_}|— —ji- 
778,597 | + 10,795 | 21 16,034,688 | 15,279,983 + ” 754,705 _ _— _ — | = 
1,364,694 + 386,440 48 = | _ _— } _ ; — ot eee 
| 


} 


} | 





Yields are ‘tened on the approximate qurvene prices onda are | wiehia a fraction of 7 
+ Receipts are calculated @ Is. 6d. to the rupee 


‘ 


Argentine traffics are given in sterling calculated @ 16% pesos to the £ 
§ ex dividend 














